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Linking Rich Markets 


to their Mutual Advantage 
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The increasing volume 
of business enjoyed by 
the G. M. & N., “The 
Road of Service,” at- 
tests both to the rich- 
ness of the markets it 
serves and to the qual- 
ity of service rendered. 


Gulf, Mobile & Northern Railroad 
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Isthmian Steamship Lines 


General Offices: 50 Trinity Place, NEW YORK CITY 


Branch Offices: 


Herald Building, SYRACUSE, N. Y. Commerce Bidg., ROCHESTER, N. Y. Rockefeller Bldg., CLEVELAND, 0, 
Union Trust Bidg., CINCINNATI, OHIO Marine Trust Bidg., BUFFALO, N. Y. 


DIRECT STEAMER SERVICE 


From New York, Philadelphia, Boston, Baltimore, New Orleans, Galveston, Mobile 
and Pacific Coast Ports 
To India, China, Japan, Philippines, Dutch East Indies, Straits Settlements, 
Brazil, River Plate, Chile, Peru, Mediterranean, Levant, 
U. K. and Continental Ports 


Also INTERCOASTAL SERVICE 
New York, Baltimore, Portland, Norfolk, and other Atlantic and Gulf Ports, to 
San Diego, Los Angeles, San Francisco, Portland, Seattle, Vancouver, etc., and return to New York, 
Boston, Baltimore, Philadelphia, Providence, and other Ports as cargo offers. 
Direct Service Baltimore to Honolulu without transshipment. 


For particulars, rates, sailings, etc., apply to General Offices, or to 
NORTON, LILLY & COMPANY, General Agents—New York, Chicago, Detroit, Philadelphia, Baltimore, Norfolk, 
Newport News, Boston, New Orleans, Mobile, Cristobal, Balboa, San Diego, Los Angeles, San Francisco, 
Portland, ttle, and Vancouver. 
E. C. EVANS & SONS, San Francisco (Pacific Coast—United Kingdom). 





The trend of costs in your Shipping 
Department should be downward 


JUDSON CONSOLIDATED CARS 


on less than carload shipments 


SOLVES YOUR PROBLEM 





Officers 
RICHARD FITZGERALD, Chairman of the Board 
WALTER J. RILEY, President J. L. O°>CONNOR, Ass’t to Vice-President 
H. E. PORONTO, Vice-President T. R. SORENSEN, Ass’t to Vice-President 
R. HACKETT, Vice-President H. D. HOWELL, Manager Export Department 
P. R. GATES, Secretary H. H. BENEDICT, Manager Eastern District 


Judson Freight Forwarding Company 
140 South Dearborn Street, Chicago, IIl. 
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THE TRAFFIC SERVICE CORPORATION 


WASHINGTON 
MILLS BUILDING 
Phone, Main 3840 


CHICAGO 


Telephone State 8635 


418-430 S. MARKET S&T. 








Fourteen solid feet of tariff in 
the Automatic Tariff Desk. 


The Only | 
Visible Vertical Tariff File! 


You locate the desired tariff or supplement by the visible index, part 
the contents at that point and the front of the drawer tilts forward: 
the follower tilts backward, giving you 9 inches of extra working 
space and enabling you to read the whole face of the tariff or supple- 
ment without removal from the file. 


As you close the drawer the tariffs resume their vertical position and 
are rigidly compressed into 
the fewest filing inches pro- 
tecting them from damage 
by sagging and buckling. 


The Automatic 
File & Indéx Co. 


General Sales Offices: 


1322 Steger Bldg., 
28 E. Jackson Blvd. 
Chicago, IIl. 
Factory: Green Bay, Wis. 


JIOMATIC 


FILES 
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17 State Street, 
pHILADELPHIA TIDEW ATER TERMIN AL 
G. M. Richa n, Gen’l Mgr. & Treo® 
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TIDEWATER TERMIN ALS, 
oore; Manager 
Norfolk, Va. 
KEYSTONE wAREH 
w. J. Bishop, Gen'l 
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Inc. 


NORFOLK 
j. A. M 


MERCHANT sW AREHOU 
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BEIGE EERE 


RS aati itty 


j~ Soo Line will carry your shipments to the great Northwest 
and Western Canada with the greatest speed and reliability. Our 
organization is coached in the fast delivery of freight and our 
direct routes to all points in the territory served assures the min- 
imum of time en route « « «To those who want fast, reliable service 


¥ 


Route your freight care of the Soo Line 


V 


To avoid delay, shipments for Canadian destinations 
must be accompanied by SHIPPERS’ EXPORT DEC- 
LARATION MADE IN TRIPLICATE. This document 
must be delivered to railroad agent at initial point 
with the shipment and accompany same to Canadian 

port of entry. 


a WINNIPEG 
SAULT SAINTE MARIE 
la 
“sr, 
\THIEF RIVER Faits oa 
y Ovu.utH , 
VANCCUVER - y , aumuey, 


a 
poaes® we at 


MENOMINEE 


A SEATTLE: j ALWAYS DEPENDABLE gre MANITOWOR 
0 FREIGHT SERVICE , 


™% 
Con, MILWAUKEE 


pore - 
. CHICAGO 


AGENCIES 
Portland, Ore., 8rd and Pine Sts. 

Boston, Mass., 40 Central St. Los Angeles, Cal., 530 Van Nuys Bldg. St. Louis, Mo., 2050 Railway Exch. Bldg. 
Buffalo, N. Y., 504 Iroquois Bldg. . Bldg. St. Paul, Minn., 1112 Merchants National 
Chicago, Ill., 1680 Bankers Bldg., Clark and Adams. ‘ Bank Bldg. 
Chippewa Falls, Wis. Minneapolis, Minn., S00 Line Bidg., 5th St.gan Francisco, Cal., 681 Market St. 
Cincinnati, 0., 709 Traction Bldg. and Marquette Ave. Sault Ste. Marie, Mich. 
Gleveland, O., 915 Union Trust Bldg. Neenah, Wis. Seattle, Wash., 5564 Stuart Bldg. 

etroit, Mich., 2243 First National Bank Bldg. N. ¥., 1550 Woolworth Bldg. Spokane, Wash. +» 1006 Old Nat’l Bank Bldg. 
suiath, Minn., 408 West Superior St. Neb., 725-26 W. 0. W. Bldg. Superior, Wis. 
—— Rapids, Mich., 1001 Grand Rapids Trust Bldg. Passaic, N. J., 250 Bloomfield Ave. Tacoma, Wash., 1118 Pacific Ave. 
jadianapolis, Ind., 430 Merchants Bank Bldg. ‘Philadelphia, Pa., 1500 Locust St. Waukesha, Wis. 

nsas City, Mo., 723 Walnut 8t. Pittsburgh, Pa., 2041 Oliver Bldg. Winnipeg, Man., 603-604 Lombard Bldg. 
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In These Bags 
Solvay Ships 300 Pounds 


300 pounds of Soda Ash in one 
bag almost as tall as a man! This 
demonstrates that BULKY UNITS 
are handled and shipped with 
ease and economy, when the con- 
tainers are Bemis Bags. 
SAIS 

There’s an almost inconceivable variety of 
products being shipped in Bemis Bags 
right now, overcoming a multiplicity of 
handling and shipping difficulties. 

In every case, Bemis Bags are chosen for 
three reasons: (1) they protect the prod- 
ucts against the hazards of shipment; 
(2) they are easy to handle; and (3) they 
are eminently economical. In short, they 


save money! 


Can Bemis Bags save money for you? Sup- 


pose you ship us one unit of your product in 


its usual container; we will return it in a 
Bemis Bag, or admit it can’t be done! 


BEMIS BRO. BAG CO. 


Address: Gen’! Sales Offices, St. Louis, U. S. A. 


Bag Factories 
ST. LOUIS 
MINNEAPOLIS 
OMAHA 

NEW ORLEANS 
SAN FRANCISCO 
INDIANAPOLIS 
MEMPHIS 
KANSAS CITY 
SEATTLE 
WINNIPEG 
HOUSTON 
BROOKLYN 


BUFFALO 
WICHITA 

WARE SHOALS, S. C 
Cotton Mills 

ST. LOUIS 
INDIANAPOLIS 
BEMIS, TENN. 
BEMISTON, ALA. 
Bleachery 
INDIANAPOLIS 
Paper Mill 
PEORIA 


mr7a? 


COTTON~BURLAP=~ PAPER w PRINTED OR PLAIN 








March 16, 





1929 


THE TRAFFIC WORLD 


Dock Construction 
Economy vs. Extravagance 


, 
A“ city is squandering thousands of dollars on 
a large dock building program. One-third the 
cost of this work could be saved to the taxpayers by 
building better docks under the Ferguson Patent. 

Another city deliberately infringed the Ferguson 
Patent. More in litigation and penalties to be paid 
by the taxpayers. 

On the other hand, outstanding dock and pier 
owners, for whom we have built reinforced concrete 
docks or to whom we have granted licenses, have 
saved themselves hundreds of thousands of dollars 
in construction costs. They recognize the extrava- 
gance and futility of a patent-dodging program. These 
owners know that the Federal Courts, in upholding 
the Ferguson Patent in five separate decisions, have 
recognized superior strength, economy and endurance 
as inherent in Ferguson Docks. Here is just a partial 
list of them: 


The M. A. Hanna Co. The City of St. Petersburg 
The Cleveland Chffs Iron Co. The City of Houston, Texas 
The City of Cleveland The Gulf Refining Co. 


The D. & C. Navigation Co. The City of Detroit 

The C. & B. Navigation Co The Anaconda Copper Co. 

The Pennsylvania Railroad Co. The Peerless Egyptian Cement Co. 
The State of California The City of Wyandotte, Michigan 
The Canton Co. of Baltimore The City of Norfolk . 

The Standard Oil Co. of N. J. The Kelley Island Lime & Tr. Co. 


We Might Be of Service to You 


The Dock & Terminal Engineering Co. 


GAYLORD W. FEAGA WM. S. FERGUSON JAMES D. CAREY jos. S. RUBLE 


Consulting Engineers 


1248 WALNUT AVENUE CLEVELAND, OHIO 
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Why Ship by 
Yesterdays Map? 


The supremacy among Pacific Coast 
ports (gauged by export tonnage) 
goes this year to Los Angeles Harbor. 


In 1928, harbor records show that 
5,894,110 long tons of merchandise 
were shipped from 
this harbor. 144% 
more than from any 
other Pacific Coast 
port. 


There is a reason for 
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this is the 


SHIP 


LOS ANGELES 
HARBOR 










this increase in activity. You, as 


a traffic manager, should know all 
about it. The map above shows 


why shippers are routing through 
this time-saving and money-saving 
gateway to trans-Pacific and “down 
under” ports. Use it in routing your 
goods. 





Here is a book of new facts 
and figures 


So that you may know of the new 
time-saving services recently in- 
stalled at Los Angeles Harbor, we 
have prepared a book full of photo- 
graphs and facts which gives you 
the complete “picture” at a glance. 
It will be sent, postpaid, to execu- 
tives and traffic managers. 


LOS ANGELES HARBOR DEPARTMENT, LOS ANGELES, CALIF. 


No. 201 


Vol. XLII, No. 14 
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LACKAWANNA’S 
NEW TERMINAL 





OCATED in the heart of the World’s greatest markets, the Hoboken 
Jersey City Warehouse Terminal on the Lackawanna Railroad adjacent 
to ferries, trans-Atlantic piers, highways and Holland Vehicular Tunnel—in 
the Port of New York, is a vital service institution to manufacturers and 
distributors of goods and to every consumer in the United States. This huge, 
most modern warehouse is now under construction and will be ready for 
service November, 1929. It is the largest terminal warehouse of its kind on 
the Atlantic Seaboard. 


A warehouse and freight station so conveniently located with rail and 
water facilities permits strategic transit storage and the delivery of goods to 
nearby consuming centers by reliable freight and water transportation, or by 
motor truck serving the nearby Greater New York markets. 


The service and facilities of this new modern warehouse will lower the 
expense of the distribution of goods, regulate supply to demand and provide 
the maximum of service at a minimum cost. It is another strong link added 
to the chain of Lackawanna service. 


Write or inquire of any Lackawanna Agent regarding Warehouse Space 


LACKAWANNA 
RAILROAD 


a = The Pioneer 
} in Fast Through Lackawannd 


Merchandise Service Railroad 
























LMS 


Advance arrangements made 
for handling and storing any 
kind of freight either at port 
or in the interior. 
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delivers to your customer’s door in England 


London, Midland & Scottish Railway of Great Britain 
“THE BEST WAY” 






SHIPPERS TO ENGLAND 


Traffic Managers and Freight Forwarders can 
obtain from any LMS Freight Offices in America 
full information on the cost of delivering, storing 
or distributing their merchandise in Great Britain. 







With a chain of 350 rail-connected warehouses 
the LMS thoroughly covers the industrial areas 
of Great Britain. 







The LMS will be pleased to work out a plan to 
fit your particular needs. 












LMS Ry of G. B. LMS Ry of G. B. LMS Ry of G. B. 
(Jas. P. Robertson, Inc.), (Dyson Shipping Co.), (Oregon Forwarding Co.,Inc.), 
333 N. Michigan Ave., 311 California St., Board of Trade Bldg., 

Chicago, Ill. San Francisco, Cal. Portland, Oregon. 








or 
London, Midland & Scottish Railway of G. B., 


Thomas A. Moffet, Freight Traffic Manager in America, 
1 Broadway, New York City. 


EMS |__| 


Great Britain 
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DELAWARE & HUDSON 


ALBANY, N. Y.—Telephone 3-11-41 
J. E. Colket, Milk Agent, 
D & H Building 
C. F. Beck, General Eastern Freight Agent, 
D & H Building 


ATLANTA, GA.—Telephone Walnut 5464 
Monte Pickens, Jr., Commercial Agent, 
930 Healey Building 


BOSTON, MASS.—Telephone Liberty 4106-4107 
F. H. Wheeler, New England Freight Agent 
A. W. Ackley, Asst. New England Freight Agt., 

429-430 Chamber of Commerce Building 


BUFFALO, N. Y.—Telephone Seneca 0853 
Jas. Vandenberge, General Agent, Freight Dept., 
722 Ellicott Square Building 


CHICAGO, ILL.—Telephone Wabash 8994 
C. H. Clark, General Agent, Freight Dept., 
1101-02 Utilities Building, 
327 South La Salle St. 


MONTREAL, QUE.—Telephone Uptown 7424 
James Fitzsimons, Gen. Canadian Freight Agt., 
106 eee Building., 1117 St. Catherine 
St., West 
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Offers a Highly 


Developed Freight Service 


BETWEEN 


The New England States and the South 
and West—Eastern Canada and all points 
South. Close affiliation with the lines listed 
below makes this an ideal route for the 
rapid movement of shipments. 


Canadian Pacific Railway ........ 
Canadian National Railways ..... via Rouses Point, N. Y. 
Quebec, Montreal & Southern.... 


Boston & Maine... 
Boston & Albany .. 


Pennsylvania ....... 
Lehigh Valley ...... 
Central R. R. of N. J............. 


eee 


via Mechanicville, N.Y. 


Ep ee ee ere via Albany, N. Y. 


eT eee | via Wilkes-Barre, Pa. 


} via Binghamton, N. Y. 


Our nearest representative will, if given opportunity, render you 


HELPFUL SERVICE 


All D. & H. Traffic Agencies are furnished information daily relative 
to junction passings. The Agency nearest you will keep you advised 
of the progress of your urgent carload shipments if requested to do so. 





NEW YORK, N. Y.—Telephone Whitehall 5648 
and 5649 

C. G. Howland, General Agent, Freight Dept., 

1446-48 Woolworth Building, 233 Broadway 


os cee PA.—Telephone Rittenhouse 


W. H. Chase, General Southern Freight Agent, 
1109-10 Finance Building, 
1420-26 South Penn Square 


PITTSBURGH, PA.—Telephone Grant 5516 
H. W. Haas, General Agent, Freight’ Dept., 
513-514 Bessemer Building 


SCRANTON, PA.—Telephone Bel] 2-8751 
J. J. Coyle, Division Freight Agent, 
D & H Passenger Station 


ST. LOUIS, MO.—Telephone Chestnut 9178 
J. B. Stewart, General Agent, Freight Dept., 
1021-1022 Pierce Building 


TROY, N. Y.—Telephone 765 
James T. Hayden, Division Freight Agent. 
E. H. Dow, Asst. Division Freight Agent, 
Union Station 


W. G. Story, General Freight Agent, Albany, N. Y. 

Max V. Beckstedt, Gen. Freight Agent, Albany, N. Y. 

F. N. Hiller, Asst. Gen. Freight Agent, Albany, N. Y. 

Jas. A. Flanders, Jr., Asst. Gen. Freight Agent, Albany, N. Y. 


Cc. 
F 

L. 
J. 


Cc. E. ROLFE, 
General Traffic Manager 


ROUTE OF 


S. Hallenbeck, Asst. General Freight Agent, Albany, N. Y. 
. W. Nyland, Coal Freight Agent, Albany, N. Y. 

F. Perry, Assistant to General Traffic Manager, Albany, N. Y. 

. Roberts, Assistant General Traffic Manager, Albany, N. Y. 


J. T. LOREE, 
Vice-President and General Manager 


ALBANY, N. Y. 
THE MONTREAL LIMITED—Popular Short Way between New York and Montreal 
























































Total Rail Lines 
16,726.69 
Miles 
Total Water 
Lines 
3,825 Miles 
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FROM TRAIL TO RAIL 


(Continued from Mar. 2nd issue) 
CHAPTER XVIII 
Story of the Snow-sheds 

It was in 1867 that the 
decision to build snow- 
sheds was reached. Arthur 
Brown, then superintend- 
ent of buildings and 
bridges, tells about it in a 
statement prepared twenty 
years later. He said: 

“The experience in keeping the road 
open through the winter of 1866-1867 
led to the construction of the snow- 
sheds. Although every known appliance 
was used to keep the road clear from 
snow that winter, in- 
cluding the largest and 
best snow plows then 
known, it was found 
impossible to keep it 
open over half the time 
and that mostly by 
means of men and 
shovels, which required 
an army of men on hand 
all the time at great 
expense. 

“It became evident 
from our experience 
then that the snow 
problem had become 
serious and jit was de- 
cided, after various dis- 
cussions on the subject 
by the directors of the 
company, that the only 
positive means of pro- 
tecting the road was 
by snow-sheds and gal- 
leries. Although the 
expense of building a 
shed nearly forty miles 
in length was almost 
appalling and unprecedented in railroad 
construction, yet there seemed to be no 
alternative but to build the sheds.” 

Some experimental sheds were built 
in the summer of 1867, but it was not 
until the spring of 1868 that snow-shed 
construction began in earnest. Men 
were gathered from all quarters. Car- 
penters were paid $4 a day, laborers 
from $2.50 to $3. Twenty-five hundred 
men were put on the job with six trains 
to distribute material. Before the work 
of construction could begin from six to 
eight feet of snow had to be shoveled 
away to clear the foundations. Work 
continued until fall, when, after two 
months of shoveling, the snow over- 
whelmed the shovels and put a stop to 
operations. 

There were not enough sawmills to 
furnish the material required for the 
sheds and the builders had to use round 
and hewn lumber for a large part of the 
work. This was more costly and the 
more difficult because axemen in those 
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A History of Southern Pacific 


days were very scarce. These timbers 
were brought from the woods over the 
snow at great expense. 

Snow-shed construction was completed 
in the fall of 1869. There was used in 
the work 65,000,000 feet B. M. of lumber 
and 900 tons of bolts and spikes. The 
shed was thirty-seven miles long and it 
cost more than $2,000,000 to build. 


CHAPTER XIX 


Unequalled Construction Program Be- 
gins—Crocker’s Resolution to Build a 
Mile of Track a Day — Contract and 
Finance Company Organized—Builders 
Offer Interest to Any Willing to Share 
Responsibilities. 
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The spring of 1868 found the Central 
Pacific and Union Pacific on equal terms. 
While the Central Pacific had been 
crossing the Sierra the Union Pacific 
had surmounted Evans Pass, the highest 
point on the line (8,242 feet). Both com- 
panies were equally distant from Monu- 
ment Point at the heart of the Great 
Salt Lake district; the Union Pacific be- 
ing 522 miles away and the Central 
Pacific 545 miles. 

As soon as the weather permitted a 
construction campaign was begun which 
stands as one of the notable achieve- 
ments in the history of railroad building. 
From 20,000 to 25,000 men and from 
5,000 to 6,000 teams were employed and 
between five and six hundred tons of 
material were used daily. It was at one 
time during this fever of construction 
that the Central Pacific had thirty ves- 
sels loaded with supplies at sea at one 
time on the long voyage of 19,000 miles 
from New York around Cape Horn to 
San Francisco. 


(Advertisement) 
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Twenty-five sawmills around Truckee 
worked up lumber for the use of the 
Central Pacific and a dozen mills in the 
Black Hills and Rockies performed a 
similar service for the Union Pacific, 

Charles Crocker had announced ag a 
New Year’s resolution “a mile a day for 
every working day in 1868.” 

When the Central Pacific reached 
Cisco, ninety-two miles from Sacramento, 
the Union Pacific, although eighteen 
months later in starting, had extended 
its lines 247 miles out on the plains, 
The Central Pacific construction had 
been almost entirely through mountains 
which had been pronounced impassable 
for a railroad and the cost of construc- 
tion had been more than 
twice as much per mile 
as the maximum amount 
advanced by the gov- 
ernment. The Union 
Pacific, on the other 
hand, had enjoyed easy 
sailing over a _ grade 
that averaged thirteen 
and one-half feet to the 
mile at a cost per mile 
considerably less than 
the minimum govern- 
ment aid. 


Line Reaches Reno 


April 3, 1868, the Cen- 
tral Pacific line was 
above Truckee. . Reno 
was reached June 19 
and Wadsworth July 22. 

By the time the track 
reached the California- 
Nevada line practically 
needa all California, except 

those interests which 

would lose long enjoyed 

monopolies by the com- 
pletion of the railroad, was on its side. 
As one pioneer woman said: “We talked 
railroad, we dreamed railroad, we lived 
railroad.” 

To those who had come west across 
the plains or by way of Panama or Cape 
Horn, the railroad represented new-born 
hope for the restoration of home ties 
and the resurrection of friendships. 
Whether they had come to California by 
covered wagon, stage, steamer or sail- 
ing vessel, the journey had been an un- 
dertaking so fraught with hardship and 
peril that all but a few had put away as 
impossible the thought of ever going 
back. As construction progressed and 
the completion of the transcontinental 
railroad became more and more a Cér 
tainty, visions of a visit “back home 
grew real and popular enthusiasm waxed 
warm and friendly. This encouragement 
did much to offset the efforts of the 
railroad’s enemies, who were still fight- 
ing to hamper its progress. 

(To be continued in Mar. 30th issue) 
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OUR PLATFORM 

Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Regulation of motor vehicle common carriers in 
interstate commerce, and a special fee for the use of the 
highway as a place of doing business. 

Regulation of intercoastal steamship business. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the car- 
riers as a whole the adequate revenue prescribed by the 
law and the Commission. 

Development of inland waterways for commerce 
only where a careful survey has demonstrated an ade- 
quate traffic demand, and then only for the purpose of 
permitting private operation of carriers thereon, who 
should pay for the privilege of using the waterways in 
order to recoup the taxpayers for the cost of develop- 
ment and maintenance. 

Repeal the Hoch-Smith resolution. 

A traffic department in charge of a capable traffic 
man for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort 
of service that will justify employing them. 

If motor vehicles, intercoastal vessels, and inland 
waterway carriers are not to be regulated, then remove 
regulation from the rail carriers. 


FLIGHT PROGRESS 

We are printing elsewhere in thjs issue an article 
on aviation, with particular emphasis on the liaison being 
formed between that industry and the railroads. These 
atrangements have all the ear-marks of permanency. As 
‘matter of fact, the most striking thing about flight 
and the airplane, as its progress is viewed over the last 
four or five years, is not so much the advance in speed 
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and the increasing radius of flight, as the fact that the 
industry is settling down into something solid. 

Its direction is now in the hands of hard-headed 
business men. It is becoming less likely, as the days 
pass, that flights undertaken solely for spectacular pur- 
poses will meet with approval. Today the “pay load” 
is the thing. It has already been discovered, for in- 
stance, that refueling en route is a wiser proceeding than 
continued attempts at “non-stop” flights. Not only is 
the margin of safety greatly broadened by reasonably 
frequent stops for fuel, but the weight of the necessary 
fuel at the start of the journey is thus greatly reduced 
and the “pay load” is correspondingly increased. 

It is altogether likely, this being the case, that the 
future trans-Atlantic air route will follow the coast line 
of North America and have its European terminus some- 
where in Scandinavia. Not only will this mean the pos- 
sibility of fueling stations at intervals of a few hundred 
miles, but it has been ascertained that such a route is 
actually shorter than one directly across the Atlantic. 
On such a route, for instance, Chicago could be brought 
nearer than New York to Europe. 


What we Are trying to bring out is that the keynote 
in present-day aviation progress is the necessity for mak- 
ing flying “pay.” Fortunately, the cost of airplanes and 
facilities for landing and taking off are such that we 
need not fear a development of aerial common carriage 
along the haphazard lines that characterized the growth 
of common carriage by motorbus and motor truck. 

The obvious desire of the railroads to share in the 
benefits that will come from increasing use of air travel 
will aid in the stabilizing of the industry. If the steam 
railroad had been the first intensively to develop the 
truck and the bus it is extremely likely that those instru- 
ments of transportation would now be as stringently 
regulated as the steam lines themselves. Whatever may 
be one’s opinion as to the wisdom or unwisdom of that, 
however, it may be admitted that, from the railroad point 
of view, the railroads would be better off, no matter 
how thoroughly their motor lines were regulated, than 
they are at present, faced with unrestricted competition 
under circumstances highly favorable to their com- 
petitors. 

The entrance of the trunk lines definitely into the 
field of flying may bring something about of the sort in 
the regulation of aerial navigation. It seems paradoxical 
to say that the leaders of the airplane industry have their 
“feet on the ground.” But that is true. The important 
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thing is that, hand in hand with the railroad leaders, 
we may expect them to lead the progress of flight along 
sane and profitable lines. 





POLITICAL RATE MAKING 


As a contribution to the subject of political control 
of rates or political influence in the making of rates, we 
take pleasure in presenting the following letter from 
Alba B. Johnson, president of the Railway Business 
Association, to Alfred B. Koch, president of the National 
Retail Dry Goods Association: 


We are informed that a petition is to be filed by organized 
users of railway passenger service praying the Interstate Com- 
merce Commission to reopen the matter of the Pullman sur- 
charge. The Railway Business Association, which never expresses 
an opinion upon rates and does not know whether-there should 
or should not be such a charge, welcomes this recognition of 
the Commission as the appropriate tribunal to adjudicate rate 
adjustments. We congratulate those who desire to discuss this 
subject, amongst whom we understand your body is one, upon 
their choice of judicial rather than legislative procedure. 

Few if any interests have a greater stake than retail mer- 
chandising in the restriction of railway rate discussion to orderly 
procedure, free from political agitation, before the Commission. 

Since 1920, speaking through federal enactment, the country 
has pursued the regulation of railway rates under a definite 
assumption and fixation of responsibility. Before that date the 
Interstate Commerce Commission had authority to fix maximum 
rates, but no obligation to refrain from impairing the railways’ 
financial ability to serve the shipping and travelling public. 
Under the Transportation Act, on the contrary, the Commission 
in its regulation of rates as affecting railway revenue and income 
is expressly held responsible for “due consideration ... to the 
transportation needs of the country and the necessity . .. of 
enlarging . facilities in order to provide the people of the 
United States with adequate transpdrtation.” 

Whatever may have been the distinction between legislative 
and judicial procedure before 1920, the Transportation Act created 
a clear difference. 

Congress has no statutory responsibility for the financial 
results of any legislation by which it may seek to influence a 
rate or rates. The Commission has full and complete responsi- 
bility. At the same time members of Congress are chosen by 
the people with little or no consideration of their experience or 
fitness for the regulation of railway rates. In office they are 
beset with a thousand duties and distractions, which preclude 
their acquiring a background of knowledge, tradition and under- 
standing of railway rates. In the nature of things the influence 
which presses upon their judgment is not that of fact and argu- 
ment but that of politics. As constituted, Congress tends to 
respond to the petitioner apparently backed by the strongest and 
most active organization. 

Interstate Commerce Commissioners are chosen by the 
President, who can be held accountable for mistakes. The 
selection in theory and usually in practice is based upon ex- 
perience, fitness and character, reviewed by Senators before con- 
firmation. Belief that a nominee if confirmed will stand as the 
representative of some petitioning group has been sufficient to 
defeat him. Commissioners devote their whole time to regula- 
tion. Through experience they develop special knowledge and 
training. When their integrity and independence are respected 
they are unimpeded to discharge in fact, as the statute prescribes, 
the responsibility of doing equity to users and carriers as among 
themselves on the one hand and on the other of conserving the 
financial ability of the railways to prepare for traffic growth and 
8ive constantly satisfactory service. 

For many years the Railway Business Association, urging 
Congress to refrain from rate regulation by statute, has advo- 
cated protection of the Commission against political pressure 
from any source whatever. That body passes upon human rights. 
In its function of rate regulation the Commission is judicial. 

€ submit that it should be treated with the same respect as 
a court ; that its members should not be subject to influence designed 
to warp their judgment in or out of Congress. 
0 ur guild has a special motive for pressing this aspect. 
ur members suffer from uncertainty and fluctuations when rail- 
Way purchasing power is insufficient or doubtful. Stability in 
Our industry would be fostered through the fullest discharge 
We ne covernment of its financial responsibility in regulation. 
7 eheve that such responsibility can be fully discharged only 
en regulation is delegated to a permanent expert body. 
meS....) invite retail dry goods merchants in every center to 
sleet € with us in keeping always to the fore in railway rate 
the eit lons their general stake in regulatory responsibility for 
situation as a whole. We suggest for your deliberation two 
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motives which we think may properly actuate you to adopt 
that course: 

1—Adequacy of Service—You are enjoying railway deliveries 
on a level of dependability never before approached in this or 
any other country. You can advertise goods not yet in hand, 
confident of receipt in time for display at the opening hour. 
This saves you carrying charges and storage space. Those from 
whom you buy can accept your rush orders, sure of getting 
promptly by rail the stocks, materials, supplies, fuel or whatever 
they require to give you immediate satisfaction. The railways 
have put and kept their properties in shape for such performance 
by pouring five billions in eight years into enlargement and 
improvement of facilities. The railways have obtained all this 
capital because the investing public believed the responsibility 
imposed by the Transportation Act would be discharged. “It 
would be a mistake, however,” said Daniel Willard, president 
of the Baltimore & Ohio Railroad, at the 1928 dinner of the 
Railway Business Association, “to assume that because this has 
happened in the last eight years it will continue to happen in 
the next eight years, even under the present rule of rate-making, 
and I am confident that it will not happen if tendencies now 
very much in evidence are not checked.” One of these tenden- 
cies is legislative rate-making, actual or threatened. As a bene- 
ficiary of the present de luxe service the merchant can serve 
himself by steadfast adherence to the Commission as the regu- 
latory tribunal and to orderly procedure before that body, with- 
out public agitation and pressure. If Mr. Willard’s apprehension 
is realized the merchant will see the day when his source of 
goods can neither obtain nor deliver a promptly or de- 
pendably, and when the factories whose payroll sustains his 
trade will lay off employes because they cannot get or make 
deliveries. 

2—Stability of Industrial Payroll—Trade of your members 
in many centers rests largely upon the payrolls of railway supply 
manufacturers—the group of industries which the Railway Busi- 
ness Association serves. Railways buy almost every sort of 
product. The railway supply guild is not limited to locomotive, 
car and similar shops which stand out in small communities. 
In any considerable city there are scores of mills whose pay- 
rolls radically shrink as a direct result when the railways cur- 
tail purchases. Indirectly the consequent decline of individual 
consuming power quickly inflicts unemployment upon a multi- 
tude of factories producing goods for shelter, house-furnishing, 
clothing, food and other necessaries and luxuries, ultimately 
depressing retail trade in every center throughout the country. 
Railway buying severely fluctuates. Its ups and downs are one 
of the major factors in general booms and depressions. Such 
buying is so vast that this is inevitable. The average railway 
manager curtails drastically on a down turn of earnings and 
postpones resumption of preparations until the boom is almost 
on him. The chief reason for this is financial weakness and un- 
certainty. Railway executives never know whether the regulatory 
authority will or will not discharge its responsibility for financial 
results. Again among the factors is legislative rate-making or 
the menace of it. The merchant deplores periodical unemploy- 
ment in industry. It shakes the foundations of his trade. In 
this respect also he can do much for himself by making it the 
policy of his house, and of local and national business bodies 
which it supports, to assist in building up the Interstate Com- 
merce Commission as a strong and independent agency of 
regulation by protecting it against political pressure and rate- 
making legislation. 

Passenger transportation by rail is a considerable item in 
your expense. The price that you pay for goods may be affected 
by the selling-cost, into which salesmen’s travel enters, Your 
buyers and other employes use the railway. Perhaps the distri- 
bution of your wares to some types of customers may involve 
journeys. Possibly you are a jobber as well as a retailer. The 
railroad fares which your people pay when riding in chair cars 
or sleepers are quite as legitimate a subject of study, negotia- 
tion and litigation by your traffic department as freight rates. 
The counsel which we press upon you is that you esteem as 
paramount the quality and dependability of railway service, the 
stability of the gigantic railway purchases, and that, recognizing 
as essential to these major benefits the development and main- 
tenance of strong and responsible regulation, you exert your 
constant influence for the restriction of rate controversies to 
issues joined and conducted in the judicial atmosphere of the 
Interstate Commerce Commission. 


PRIVATE CAR ABUSES 


The Trafic World Washington Bureau 


Abuses of the private car privilege, mentioned by Com- 
missioner McManamy in his proposed report in No. 17757, in 
the matter of the use of private passenger train cars, are receiv- 
ing treatment at the hands of railway executives, with a view 
to their elimination. They are acting through their organization, 
the Association of Railway Executives. Monthly reports about 
journeys of private cars over foreign rails are sent to R. H. 
Aishton, chairman of the association. 
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These repors are being submitted in accordance with a 
code of ethics adopted by the executives last November. The 
code seeks the elimination of uses of private cars for purposes 
other than the business of the railroad and by men whose car- 
rier connection is only incidental to other business. 

Announcement of the purpose of the executives to clean 
house was made ‘by Alfred P. Thom in the course of arguments, 
March 14, on the proposed report submitted by Commissioner 
McManamy. He said he was authorized and directed by the 
executives to say there were practices in the use of private 
or railroad business cars of which they did not approve and 
that they were moving in good faith for their elimination by 
the observance of the code of ethics directed at the two classes 
of practices mentioned; that is, the use of cars for other than 
railroad business and by men whose primary business was other 
than that of an officer of a common carrier corporation. 

Mr. Thom, after announcing that the executives had moved, 
asked that Mr. Aishton be permitted to tell about the super- 
vision they had instituted by the requirement that all trips 
over foreign lines be reported. He said that whenever any- 
thing out of the ordinary was reported he made inquiry. One 
such inquiry, resulting from the fact that the car of a south- 
western line had been sent into New England, developed the 
fact that it was so dispatched to carry the body of an official 
who had served the company for 40 years and the funeral party, 
said Mr. Aishton. He thought that a proper use. In answer 
to a question, he said he thought it not a proper use of a private 
car for the general freight agent to take a party to Los Angeles 
and other California points which was headed by the vice- 
president or other high officials of a manufacturing company 
which was a large shipper. In many instances, Mr. Aishton 
said he could not give an opinion because, he said, he did not 
know the facts about the cases cited in the report. 

T. P. Healy, chief of the Commission’s bureau of inquiry, 
who argued the matter for the Commission, said the only ques- 
tion was as to the legality of what was being done in the matter 
of hauling private cars over foreign lines without pay and the 
giving of sleeping and dining car accommodations in private 
cars to passengers, not entitled to free transportation, but who 
had paid ordinary coach fare. The proposed report holds the 
private cars to be objects and not facilities of commerce and 
therefore property not to be given free transportation. It holds 
that the giving of sleeping and dining car accommodations to 
be undue prejudice and unjust discrimination. Mr. Healy 
quoted from a recently filed tariff showing charges to be levied 
for the transportation of private cars, which Mr. Thom said 
were not of the sort covered by the report, in that they were 
not the cars used in railroad business. He said he could see 
no justification at ail for the practices of allowing persons trav- 
eling on coach fare tickets to have dining and sleeping car 
accommodations, such, for illustration, as was given on the 
trip to Los Angeles. 

Mr. Thom disagreed with the conclusions of law set forth 
in the report. The unbroken practice of the Commission as 
shown in its regulations governing the issuance of free passes, 
he said, showed that the Commission recognized the fact that 
the carriers had the discretion of deciding in what sort of equip- 
ment they would haul those the law said might be given free 
transportation. The regulations, he pointed out, made provision 
in the prescribed forms in which passes were to be stated for 
the use of private cars by those entitled to free transportation, 
under the exceptions contained in the statute. Congress, he 
said, had not authorized the Commission to make any regula- 
tions about the kind of free transportation that might be given 
to officers, employes and agents of the pass issuing carrier, 
or the officers, employes and agents of foreign lines. He sug- 
gested that if the Commission, in its forty-two years of life had 
ever thought that a railroad officer’s private car was property 
that was something only to be hauled as freight, it would cer- 
tainly have directed the filing of tariffs. 


When Commissioner Eastman asked Mr. Aishton what was 
the objection to having carriers pay for the transportation of 
their cars over the rails of foreign lines, Mr. Thom intervened 
to say that the Commission had not authority in law to make 
such a requirement. Mr. Eastman, early in the argument, asked 
several questions indicating that the commissioners had an 
idea that they might have to go to Congress for more law before 
they could require exaction of pay for the hauling of foreign 
line private cars. 

W. H. Lyford, vice-president and general counsel for the 
Chicago & Eastern Illinois, said that that road was a short line 
and needed the right to send its private cars into the territory 
of its strong rivals, his suggestion being that when the president 
of that road went out to address shippers or other bodies of 
citizens he was in the busness of making friends of the road. 
It was suggested to him that other roads used the C. & E. I. 
more for hauling their cars than it used their rails for like 
purposes. But he said the last report he had seen did not show 
such a state of facts. He suggested that the report the Com- 
mission had was exceptional and might have resulted from the 
use, aS was suggested in a question from the bench, by the 











C. & E. I. as a race track for railroad officials in Boing to 
Florida. 

Throughout his argument Mr. Thom kept before the Com. 
mission that the railroads had not been given a hearing in this 
matter and that there had been no opportunity for cross-exam. 
ination as to the facts shown in answers given to inquiries jp 
a questionnaire and which, therefore, might not be typical, Mr 
Lyford claimed that the figures used by the Commission ag t, 
the C. & E. I. did not correspond with those he thought typica; 


JANUARY R. R. EARNINGS UP 


Class I railroads in January had a net railway operating 
income of $77,261,598, which for that month was at the annual 
rate of return of 5.59 per cent on their property investment, 
as compared with $56,562,283, or 3.74 per cent, in January, 1998 
according to reports filed by the carriers with the Bureay of 
Railway Economics. 

In the Eastern district the net in January was $41,015,012 
or at the annual rate of return of 6.71 per cent on the property 
investment as compared with 4.20 per cent in January, 1999 

In the Southern district the net in January was $10,802,829 
or at the annual rate of return of 4.58 per cent on the property 
investment, as compared with 3.61 per cent in January, 1993 

In the Western district the net in January was $25,443,766, 
or at the annual rate of return of 4.76 per cent on the property 
investment, as compared with 3.29 per cent in January, 1993, 

In its monthly review of earnings, the Bureau of Railway 
Economics said: 


Property investment is the value of road and equipment as 
shown by the books of the railways, including materials, supplies 
and cash. The net railway operating income is what is left after 
the payment of operating expenses, taxes and equipment rentals 
but before interest and other fixed charges are paid. 

This compilation as to earnings in January is based on reports 
—_ 183 Class I railroads representing a total mileage of 241,291 
miles. 

oss operating revenues for the month of January amounted to 


Gr 
, 487,027,229 compared with $458,208,797 in January, 1928, or an in- 


crease of 6.3 per cent. Operating expenses in January this year 
totaled $369,339,559 compared with $363,990,691 in the same month 
last year or an increase of 1.5 per cent. 

Class I railroads in January paid $31,312,918 in taxes, an increase 
of $2,606,482 or 9.1 per cent over the same month last year. 

Thirty Class I railroads operated at a loss in January, of which 
ten were in the eastern, two in the southern and eighteen in the 
western district. 

Net railway operating income by districts in January with the 
percentage of return bases on property investment on an annual 
basis follows: 


i i Rs tec swsceneeeenswbeenneke $ 3,147,869 6.52% 
Great Lakes Region........... Re rere 13,788,404 6.56% 
Contral Hasterl REGION. ...ccccccccccscccccccccece 17,231,831 6.17% 
NE I io 0.s.0:0.05000scsessecereseccese 6,846,908 9.38% 

OG) MONET TMETICL... 2 cccccccccesesceocve 41,015,012 6.71% 

EE PINUS FIUNETIOE so oc oe cicccdccecsccsecve 10,802,820 4.58% 
WOTERWORIOTE TRORION occcccccccccccccesescecssces 2,804,467 3.02% 
Central Western Region............. siusebudvweas 15,537,492 5.60% 
eet 7,101,807 4.34% 

EE WEEE SPMUOPECE cc ccccctscevecetecscve 25,443,766 4.16% 


Cs ee aes ail 77,261,598 5.59% 


Eastern District 

The net railway operating income of the Class I railroads in the 
eastern district in January was $41,015,012, which was at the annual 
rate of return of 6.71 per cent on their property investment. For the 
same month in 1928, their net railway operating income was $27,782,- 
271, or 4.20 per cent on their property investment. Gross operating 
revenues of the Class I railroads in January totaled $244,264,751, an 
increase of 8.3 per cent over the corresponding period the year before, 
while operating expenses totaled $184,536,650, an increase of 2.3: per 
cent over the same period in 1928. 


Southern District 


Class I railroads in the southern district in January had a net 
railway operating income of $10,802,820, which was at the annual rate 
of return of 4.58 per cent on their property investment. For the same 
month in 1928, the net railway operating income amounted to ba 
195, which was at the annual rate of return of 3.61 per cent. Gross 
operating revenues of the Class I railroads in the southern district 
in January totaled $64,888,536, an increase of 1.5 per cent over ” 
same month in 1928, while operating expenses totaled $49,220,548, 
which was a decrease of 2.5 per cent under January last year. 


Western District 


Class I railroads in the western district in January had a net rail- 
way operating income of $25,443,766, which was at the annual rate 
of return of 4.76 per cent on their property investment. In January, 
1928, their net railway operating income was $20,107,817, which was 
at the annual rate of return of 3.29 per cent on their property in- 
vestment. Gross operating revenues of the Class I railroads in the 
western district in January totaled $177,873,942, an increase of 5.5 per 
cent over January, 1928, while operating expenses totaled $135,582,361, 
an increase of 1.9 per cent compared with the month last year. 


Class | Railroads, United States, Month of January 


1929 1928 
Total operating revenues................+. $487,027,229 $458, 208,797 
Total operating expenses...............64 369,339,559 363,990,691 
SEE. va ashadutienine dubidhnedeianewehan 31,312,918 28,706,436 
Net railway operating income............. 77,261,598 56,562,288 
RIRMEREEON PRIER 660.c5c0s canancweeeraricnses 75.84% 79.44% 


Rate of return on property investment... 5.59% 


PACIFIC CAR DEMURRAGE BUREAU 
The report of the Pacific Car Demurrage Bureau for Janu 
ary, 1929, shows 18,954 cars held overtime—a percentage 
07.45—as against 16,249—a percentage of 06.95—for January 
1928. x 
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Current Topics 


in Washington 





Commission’s Guardianship Work.—Gradually, but seem- 
ingly in inevitable force, the guardianship work of the Com- 
mission is overshadowing the tasks it performs for the shipper. 
It is true that, in number, the rate decisions far exceed the 
dispositions of finance docket matters that may be regarded 
as evidences of the guardian and ward relationship the Com- 
mission and the railroads now bear to each other. The finance 
docket cases attract much attention in the newspapers. Rate 
matters receive small space in the ordinary publications. That 
may be because the Commission seldom gives estimates as to 
the financial effects of its rate opinions. It may also be due 
to the fact that, complicated as financing may appear to be, 
the finance decisions are simplicity itself in comparison with 
the technical mechanics of many rate decigions involving much 
larger sums of money. Another reason for the overshadowing 
of rate conclusions may be found in the fact that the guardian- 
ship decisions involve more unsettled points of law, at least 
more obvious unsettled questions of law. For instance, the 
proposed report of Commissioner McManamy, recommending 
that the Commission require the Union Pacific system to build 
a line of 185 miles across the central part of Oregon, notwith- 
standing its opposition, raises the question whether the part 
of section 1 on which he suggests the order may be founded, is 
broad enough to be used for that purpose. Paragraph 21, au- 
thorizing the Commission to direct a carrier to extend its line 
or lines, authorizes the Commission to require a carrier “to 
provide itself with safe and adequate facilities for performing 
as a common carrier its car service as that term is used in 
this act, and to extend its line or lines.” The penalty pre- 
scribed for refusal or neglect is a fine of $100 a day to accrue 
to the United States. If the Union Pacific, in the event the 
Commission should adopt the McManamy report, should fail or 
neglect to comply with the order, it would be subject to a maxi- 
mum fine of $36,500 a year for failure to carry out an order 
that would require it to make a capital investment, the interest 
on which, at 5 per cent, would not be less than $450,000 a year 
on the cost as estimated by the Oregon commission and about 
$550,000 on the cost as estimated by the Union Pacific. Seem- 
ingly, as a business proposition, the Union Pacific, if it really 
believed the line would not be profitable investment, might 
decide that, rather than build it, it would pay the $100 a day 
fine. The smallness of the fine, it has been suggested, should 
register on the lay mind a suggestion that when, in paragraph 
21, Congress said the Commission might order the extension 
of a line or lines, it meant only such extensions as were neces- 
sary to enable the carrier to perform its car service duties. 
That thought ought to be strengthened, it has been suggested, 
by the fact that the penalty for violating paragraphs 18 or 20, 
the ones that deal with construction and abandonment of lines, 
is a fine not exceeding $5,000 or imprisonment for not more 
than three years, for the agent who permits violation, or both 
fine and imprisonment. 
graph 21 were to be of the character mentioned in paragraphs 
18 or 20, it might be assumed that Congress would have pre- 
scribed a biting penalty. Another suggestion as to the width 
of the foundation on which Commissioner McManamy proposes 
to place a $10,000,000 line of railroad, is that the penalty for 
failure to extend a line or lines is that it corresponds well with 
the penalties prescribed in paragraphs 15 and 16 relating to car 
service and the priority of shipments in times of car shortage. 
Another thought on the subject is that there is nothing about 
compulsory extensions of lines in the paragraphs pertaining 
to new construction and abandonment. It is as the proposed 
Teport says, no part of the duty of the Commission to pass on 
the constitutionality of an act of Congress. It is also deemed 
the part of wisdom for an administrative body never to dis- 
claim jurisdiction, but take it and allow the courts to say 
whether the jurisdiction assumed really rests where the ad- 
emative body asserts it reposes. On those grounds it might 
pe geste that to approve the McManamy report is the thing 

€ Commission to do. In that way the question can be 
squarely presented to the courts whether the words used in a 
paragraph plainly authorizing orders requiring carriers to put 
themselves into position to perform their car service duties are 
0 be so broadly construed as to authorize the Commission to 
mente its judgment for that of the men who are to furnish 
a aaael in the matter of the construction of a line 185 miles 





Ch ponte Dotes on Third-story Findings.—Out in Indiana, where 
airman Lewis, at times, at least, mildly played the political 
te opponents of his faction many times alleged that his 

ends, if not he also, were second story workers. They were 
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633 


wrong: They were “all wet,” in the vocabulary of the adoles- 
cent. Lewis is fond of the third story. There is no question 
about that. The Government Printing Office says so. It is 
second only to Holy Writ. Anyone desiring absolute knowl- 
edge on that point needs only to read the chairman’s dissent 
in Ogden Packing and Provision Co. vs. Denver & Rio Grande, 
Director-General et al., 151 I. C. C. 33. The last sentence in 
that dissent is: “I favor a third-story finding.” 





Hoover the Conservationist—Answering a question by a 
member of the press, President Hoover this week said: “There 
will be no leases or disposal of government oil lands no matter 
what category they may lie in, of governmental holdings or 
government controls, except those which may be mandatory by 
Congress; in other words, there will be complete conservation 
of government oil in this administration.” That probably will 
please the oil industry, which now has the greatest stock of 
oil above ground that has ever been known. The government 
is the owner of much oil land. It has been one of the worst 
offenders against regulated drilling—that is, drilling that would 
hold back oil in the ground until needed. The new government 
policy may help to put up the price. Economists think prices 
should be higher so that there would be a serious effort to 
use petroleum and its products in the most economical manner. 





Massachusetts Replies to Massachusetts.—Coolidge economy, 
presumably a product of Massachusetts education and environ- 
ment, in respect of pay for the railroads, received a wallop at 
the hands of Massachusetts judicial thought in the retroactive 
mail pay case. (Elsewhere in this issue.) It will be remem- 
bered that, a few weeks before President Coolidge quit office, 
he expressed irritation over the fact that the Commission had 
taken what he thought was a long time in deciding that case, 
and, by implication, had done a monstrous thing, in deciding 
that the government had to pay $45,000,000 for services already 
rendered, just as if he were fully persuaded that the orders in 
a mail pay case could never be anything other than prospective. 
Justice Holmes, a Massachusetts man, author of the court’s 
opinion, answered the Coolidge irritation by saying that, “if the 
claim is just they should be paid from the moment the appli- 
cation is filed.” The thought that the railroads were entitled 
to just compensation from the minute they formally expressed 
dissatisfaction, if they proved their contention that the pay was 
inadequate, Justice Holmes buttressed by referring to the swift- 
ness of pie poudre court justice mentioned by Chief Justice 
Shaw, of the Massachusetts highest court, in Parks vs. Boston, 
15 Pick., 198, 208. The chief justice of that court, which, years 
ago, if not now, was regarded as knowing more about the law 
than any other tribunal, said that, “if a pie poudre court could 
be called on the instant and on the spot the true rule of justice 
for the public would be to pay the compensation with one 
hand, while they apply the axe with the other.” The Su- 
preme Court of the United States, by implication, said he 
rule to be used in respect of mail compensation was to give it 
the minute the service of the railroads was required—that is 
to say, pay compensation with one hand and use the axe with 
the other, use of the axe being in the sense of the taking of 
the private property for the use of the government. 





Monon Not Always the Well Beloved.—Time improves as 
well as destroys the works and thoughts of men. The truth 
of that observation is well shown in the attitude of at least 
some of the men of the Louisville & Nashville toward the pro- 
posal of the Baltimore & Ohio that the Commission shall award 
the Monon to it to the end that Daniel Willard and his asso- 
ciates may do what they think is their share toward the ac- 
complishment of the congressional ideal of a limited number 
of strong and well nurtured systems of railroads. Just a little 
more than six years ago, on February 23, 1923, the late D. M. 
Goodwyn, the strong traffic man of the Louisville & Nashville 
in the generation that is now passing, in the southern class 
rate investigation, in a hearing at Atlanta, Ga., told Commis- 
sioner Eastman that the Monon was one of the jewels in the 
L. & N. crown that did not amount to much. Of course, Good- 
wyn was not the L. & N. But in a rate sense he was the whole 
of that carrier. He waved his hands in disgust with the idea 
that the Monon was anything that should cause any modifica- 
tion of the old Ohio River combination basis of making rates. 
The Big Four and the Pennsylvania, he pointed out, were just 
as much to the L. & N. as the Monon, if not more. In fact, 
he said he was only stating a self-evident truth that the L. & 
N. could not afford to jeopardize the larger tonnage of the Big 
Four and the Pennsylvania for the smaller one of the Monon. 
He pointed out that the L. & N. could not reach the Monon 
except over the facilities of the Big Four and Pennsylvania. 
Then, to put a finishing touch on his recital, he said the Monon 
was what might be called unloaded on the L. & N. by the late 
J. P. Morgan while that banker controlled the Monon and 
the Southern and held the stock of the L. & N., taken away 
from “Bet-you-million” Gates because he was not holy enough 
to hold such a property, awaiting a purchaser. Goodwyn said 
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the Monon was sold to the L. & N. against the energetic protest 
of its people. He said he used the word “energetic” because 
anything that was done by M. H. Smith (then president of the 
L. & N.) was energetic. Those who knew Milton H. Smith will 
assent to the use of the adjective employed by Goodwyn, with 
a reservation that Goodwyn, with his wide knowledge of English, 
was to be blamed for not having used a stronger and more 
suitable one. As a thought that might add to the amusement 
to be obtained from the consolidation plan of Congress, it 
might be suggested that the L. & N. retaliate by making up 
a consolidation plan one part of which would involve an ap- 
plication for assignment to it of the Cincinnati, Hamilton & 
Dayton. It will be recalled, by those who have fair memories, 
that Morgan was accused of “unloading,” to use that term, that 
property on the Baltimore & Ohio, though the popular report 
of the time may not have had any foundation in fact. 





Beware of the Microphone.—For generations newspaper 
reporters and the stenographic reporters have had it thrown at 
their heads that they have misquoted this, that, or the other 
public man. Being fallible, in many instances they have made 
corrections where really none was due, on the ground that they 
knew they could make errors and, therefore, had, perhaps, not 
heard aright. But now comes along the microphone and the 
movietone. The latter says that Chief Justice Taft, in admin- 
istering the oath to President Hoover, which he did from mem- 
ory, asked him to swear “to preserve, maintain, and defend” 
the Constitution. The oath required by the Constitution is 
that he “protect,” not “maintain,” it. Of course, the radio 
also carried it in that way, buf the radio, alone, does not make 
a record. What comes over the radio, however, can be pre- 
served, mechanically, and that is why it is established that 
Mr. Taft made the substitution. Only those having an accurate 
knowledge of the oath could detect a slip of that sort. Of 
course, the whole country knows, because it heard, how Vice- 
President Curtis bungled the oath while administering it to 
the new senators. Hereafter, it is suspected, when the hour 
comes for the administration of oaths at inauguration time, 
those whose duties require them to swear in the new officers 
will read from slips of paper and not depend on their mem- 
ories.—A. E. H. 


CAPPER-REED REVERBERATIONS 
The Trafic World Washington Bureau 


Views of the railroads on the Capper grain rate resolution 
and the statement of Governor Reed, of Kansas, in support of 
the resolution, in which exception is taken to a theory em- 
bodied in a statement made by Herbert Hoover when he was 
Secretary of Commerce, have been incorporated in the record 
of the hearings on the Capper resolution before the Senate 
interstate commerce committee. 

As in the case of the Commission, the railroads, due to 
the fact that the committee held no further hearing after Gov- 
ernor Reed had appeared, had to be content with the filing of 
statements with the committee for incorporation in the record. 

Alfred P. Thom, general counsel of the Association of Rail- 
way Executives, transmitted to Chairman Watson, of the com- 
mittee, a statement by C. S. Duncan, economist of the associa- 
tion, on the Capper resolution, and another statement containing 
comment on Governor Reed’s testimony. 

In the latter statement it is asserted that Governor Reed 
based the theory of his argument on the quotation from a 
public address of Herbert Hoover when he was Secretary of 
Commerce as to competition of American wheat farmers with 
wheat producers of Argentina and other countries, ocean rates, 
and that “I believe there is general agreement that the cost of 
transportation is a deduction from the price the farmer re- 
ceives at the world’s markets .. .” 

The railroads say that it should be noted that Mr. Hoover’s 
statement referred to Argentina, Australia, eastern Europe and 
India, but made no mention of Canada, and that his comparison, 
therefore, is between these countries other than Canada and 
the United States. 

“It is to be further noted that Mr. Hoover’s statement ap- 
pears to confine itself to ocean rates on wheat from the foreign 
countries which he names,” continues the railroad statement. 
“With these he compares the increase in rail rates within the 
United States. 

“Mr. Hoover’s statement also includes the theory that the 
cost of transportation is a deduction from the price which the 
farmer receives at the world’s markets and that this world 
price establishes the price even for the wheat consumed at 
home. There are no available records to substantiate this gen- 
eral statement. 

“A comparison of Liverpool prices with Chicago prices, for 
example, would clearly demonstrate that this theory is unten- 
able. The Chicago price for United States grain does not march 
in step with Liverpool prices. The same forces influence them 
but not in the same way and not to the same extent. The 
United States producer is far more interested in the home 
market which consumes 75 per cent or more of his total prod- 
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uct. With the theory, therefore, of Governor Reed’s text, w 
take serious exception.” ie 

As to revenue figures of southwestern carriers quoted p 
Governor Reed in support of his contention that they could 
afford to reduce rates on wheat, it is stated that “we have no} 
been able to check Governor Reed’s figures,” and that “what 
combination of carriers he actually employed we have been 
unable to determine.” Figures are submitted Showing that 
Class I railroads, including switching and terminal companies 
in the southwestern region, had a rate of return on Property 
investment in 1926 of 4.40 per cent and in 1927, 3.80 per cent, 
and for the first eleven months of 1928, 4.57 per cent, The 
railroads say it is true, of course, that they do not accept the 
Commission’s valuation figures that Governor Reed apparently 
used in his computations. 

“Governor Reed has called forth again that Banquo’s ghost 
of land grants,” says the railroad statement after having com. 
thented on the governor’s statements with respect to labor anq 
fuel costs on Canadian and United States railroads. 

A summary of the land-grant situation is given, it being 
pointed out that the government has enjoyed and continues to 
enjoy reduced land-grant rates. 

“There has been a give-and-take in land grants, but they 
can affect the transportation burden today and in the future 
only favorably to the public,” it is asserted. “The government 
no longer gives but continues to take.” 

In the statement relating specifically to the Capper grain 
resolution, Mr. Duncan says that the railroads “have consist. 
ently opposed the principle of rate making by direct congres. 
sional action and have supported consistently the principle that 
rate making should be left to the Interstate Commerce Comis. 
sion.” The conclusion of the carriers is that, in view of the 
facts, “we cannot believe there is any need for 4 further investi. 
gation or for a further direction to the Commission, entailing 
as it will, necessarily, very considerable expense not only on 
the part of the Commission but on the part of the carriers, as 
provided for in this proposed resolution.” 

The Capper resolution was not acted on by the Senate 
interstate commerce committee and it died with the end of the 
session March 4. 


LAKE CARGO COAL RATES 


The Traffic World Washington Bureau 


The Baltimore & Ohio, by means of supplement No. 6 to its 
I. C. C. No. 2631, effective April 8, has proposed to reduce the 
rate on lake cargo coal from the Fairmont district from $1.71 
to $1.66; from the Connellsville. district from $1.56 to $1.54, and 
from the Meyersdale district from $1.78 to $1.73. Whether those 
proposals will cause another detonation in the lake cargo coal 
matter is a question which may be answered in a few days or 
be delayed until the latter part of March. 

By filing tariffs proposing similar reductions from the south- 
ernmost fields the southern lines could precipitate an explosion 
right away, in the sense that the Commission would be forced 
to consider whether it would allow tinkering with the rate adjust- 
ment as it was left by the decision of the Supreme Court of the 
United States announced on March 5. The time of the answer 
could be delayed, in the sense of not forcing the attention of the 
Commission, to the latter part of the month by those interested 
refraining from directing attention to the supplement. 

Nervous persons interested in the matter felt an inclination, 
as soon as the tariffs were filed, to protect their ear drums 
against the explosion they thought would be produced by the 
mere filing of the supplement. They were inclined to believe 
that the southern operators and the southern lines would file 
protests as soon as possible if the southern lines did not propose 
a cut to equalize the Baltimore & Ohio reduction. Those inclined 
that way thought the southern operators and the southern lines 
would be more disturbed by a cut of five cents from Fairmont 
than a cut of like amount from the Pittsburgh and Ohio fields, 
their thought being that the competition between at least one 
big unit in the Fairmont district and the southern mines was 
more intense than between Pittsburgh and the southern districts. 

One of the unofficial reports about the matter was that this 
filing so soon after the Supreme Court had said the questions 
raised by the southern operators in the Anchor cases was ~y 
was in no way related to the decision of the court but part 0 
a readjustment deemed necessary on account of the fact that 
when the spread between Pittsburgh and the southern districts 
was made 35 cents, the Fairmont situation was left unchangee. 

Surprise was shown by those interested by the fact that the 
Baltimore & Ohio, the last to move in the days when the situs 
tion was skittish, should be the first after it was given an ice 
ance of stabilization, first by the so-called compromise whic 
became effective January 1 last and second by the decision & 
the Supreme Court, to which no exception had been taken by the 
Commission or any of the operators. It was in answer to 
expression of surprise that the declaration was made that v" 
reduction from Fairmont, with the consequent readjustment ° 
rates from the other points so as to keep them in proper relation 
ship with Fairman, was in no way connected with the decision 
of the Supreme Court. 
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SLIGO RULE CEMENT APPLICATION 


A definite finding has been made by the Commission, divi- 
sion 5, as to what is to be done, when the Sligo rule is ap- 
plicable, in the case of a component which is less than the 
deduction to be made. In such a case such a factor becomes 
zero. The finding was made in connection with the disposition 
of No. 21078, Lehigh Portland Cement Company vs. Chesapeake 
& Ohio et al. A three factor combination was made on a 
shipment of cement from Union Bridge, Md., to Quinwood, W. 
Va. The carriers were the Western Maryland, the Chesapeake 
& Ohio and the Greenbrier & Eastern. The Western Maryland 
and the Chesapeake & Ohio factors were made subject to the 
Jones’ combination rule. The Greenbrier & Eastern tariff, 
naming a 40 cent rate, was not made subject to the combination 
rule, which, in this case provided for the application of but 
one of the two 50 cents per ton factors. 

The carriers made the usual defense, namely, that the rule 
itself named conditions showing its inapplicability in this case. 
The Commission made the usual rejoinder that the publication 
of the rule by any one of the carriers in connection with the 
rates was a holding out to the shipper that the rule would be 
applied on shipments. 

In view of the contentions which had so often been re- 
jected and in view of the fact that the factor of the Greenbrier 
& Eastern, the delivering line,.was less than the 50 cents per 
ton deduction to be made, the defendants claimed that by no 
process of reasoning might the carriers be required to deduct 
from the amount of the combination rate something which had 
not been added to it or to deduct from the rate an amount 
greater than the rate itself. They made the declaration about 
deducting something that had not been added because they 
said the Greenbrier & Eastern had not taken advantage of 
permission to increase its cement rates. 

Answering the part of the contention about deducting an 
amount greater than the factor in question the Commission 
said the publication of rates subject to a combination rule was 
not to be construed as a holding out by such carrier or carriers 
that it or they would absorb more than the rate or rates not 
made subject to the rule, where, as here, the rate was less 
than the specific deduction. 

“In other words, the shrinkage resulting from the holding 
out,” says the report, “in no case should be greater than the 
rate to which the principle of the rule is applied. Under the 
combination rule the 40-cent factor, therefore, becomes zero.” 

The complainant contended that a rate of $5.66 was ap- 
plicable. It was arrived at by treating the 40-cent factor as 
zero and deducting 50 cents from the combination of the fac- 
tors published by the Western Maryland and the Chesapeake 
& Ohio. The Commission found that the applicable rate was 
$5.66 and awarded reparation to that basis. 

Commissioner Farrell, dissenting, said that under the con- 
ditions in this case the majority required the two carriers to 
pay to the shipper by way of reparation damages in amount 
greater than those carriers would have been required to pay if 
the rule had been included also in the tariff of the third car- 
rier. He said that since there was no joint undertaking by the 
three carriers, or by any two of them, he thought the. tariff 
construction announced by the majority was erroneous as a 
matter of law. In the absence of a joint undertaking, he said 
he thought the making of one carrier responsible for something 
done or omitted by another carrier, in connection with the pub- 
lication and filing of a rate for transportation over the line of 


= other carrier, was in conflict with the applicable rules of 
aw. 


U.S.-CANADA PULP WOOD RATES 


The somewhat sensitive problem of rates for transportation 
across the boundary between Canada and the United States, 
complicated by questions of misrouting, short-hauling and the 
fourth section, has been dealt with in No. 20635, Watab Paper 
Co. vs. Canadian National et al. The Commission, by division 
3, has found unreasonable the rates on pulp wood, from Warroad, 
Minn., to Sartell, Minn., originating in Canada, to the extent 
they exceeded or may exceed those set forth in the report. 

The chief of the rates seemed to be that of 24 cents from 
seven to Sartell, via Red Lake Falls, Minn., and the Northern 

acific. The Commission said it was and would be unreason- 

able to the extent it exceeded or might exceed 18 cents. All 
the other findings as to the reasonableness of rates were made, 
seemingly, only with a view to affording reparation on carloads 
“ wood shipped in cars designated by number, over the various 
outes. The 18-cent rate from Warroad to Sartell has been pre- 
scribed to be made effective not later than April 25. 

Shipments in question were made from Vassar and Sprague, 


Manitoba, points on the Canadian National, 30.5 and 19.5 miles, 
respectively, from Warroad, at which place the Canadian National 
connects with the Great Northern. Sixteen carloads were in- 
cluded in the demand for reparation. All moved to Warroad 
over the Canadian National. Beyond that point eight shipments 
from Sprague and six of those from Vassar moved over the 
Great Northern to Red Lake Falls, thence over the Northern 
Pacific. The others moved. over the Great Northern to St. 
Cloud, Minn., thence over the Northern Pacific. The rates im- 
posed were alleged to violate the first three sections of the 
act and the long-and-short-haul part of the fourth section. 

Some of the shipment were not routed. The Commission 
said that they were entitled to the lowest rates in accordance 
with Conference Ruling No. 214 (c), which was cited, notwith- 
standing the recent revision of the conference rulings by the 
Commission. The defendants claimed that inasmuch as the 
shipments originated in Canada, it was not part of their duty to 
route them over the cheaper but longer route via International 
Falls, Minn. They contended that as the contract of shipment 
was made in Canada, the conference ruling did not apply. 

The Commission observed that under that theory there 
could be no award of reparation on account of misrouting, even 
though the misrouting took place south of the international line. 
It said it could not agree with that view. It said the question of 
misrouting did not arise until the cars got to Warroad, from 
which point to Sartell there were three routes, each taking a 
different rate. In the absence of routing instructions, the report 
said, the shipments should have been routed over the cheapest 
route. 

Three cars, the Commission said, were misrouted by the 
Canadian National and that in addition, one of them was mis- 
routed by the Great Northern. Each car was dealt with sepa- 
rately in the report, which said the complainant was entitled to 
reparation from the Canadian National based on the difference 
between the rates over the Red Lake Falls and the International 
Falls routes. 

Generally the complainant sought reparation in accordance 
with a scale proposed by it for that purpose and also for the 
purpose of future joint rates. In the alternative, it asked, if 
the Commission said it might not prescribe rates for the future 
from Canadian points, that rates in accordance with the scale 
be prescribed from Warroad. 


As to its power to award reparation the Commission dis- 
cussed News Syndicate Ca. vs. New York Central, 275 U. S. 179, 
in its bearing on this situation. As to the fourth section it said 
that it applied where the points of origin were in an adjacent 
foreign country and the intermediate and more distant points 
were in the United States. 

The defendants contended that an order requiring through 
routes in connection with the Great Northern and the Northern 
Pacific beyond Warroad would be in violation of the short-haul- 
ing prohibition of section 15. The Commission said it could 
not agree that there would be any violation of that provision 
where, as here, the Canadian National received the same rev- 
enue on hauls to Warroad as for the much longer haul to 
International Falls. It pointed out that when the shipments 
were made the rate to Warroad was two cents higher than to 
International Falls. 


TARIFF RULES AND MILK BOTTLES 


The Commission, by division 4, in No. 20512, Berney-Bond 
Glass Co. vs. Lake Erie, Franklin & Clarion et al., has disposed 
of a tariff reading dispute in such a way as to bring from Com- 
missioner Eastman a charge, in a dissent, of superficiality on 
the part of the majority. The latter held unreasonable the 
rate on two carloads of glass milk bottles, from Clarion, Pa., 
to Nashville, Tenn., to the extent it exceeded 66.5 cents and 
awarded reparation. A joint fifth class rate of $1.07 was col- 
lected notwithstanding that the tariffs carried a provision in 
conformity with rule 56 of Tariff Circular 18-A to the effect that 
rates would be reduced to any lower combination of interme- 
diate rates that might be found to exist. 

The cars were routed via Cincinnati, O., and a rate of 63 
cents was inserted in the bill of lading. The Commission found 
that there was @ conflict between the rate and route, to which 
conflict it was the duty of the railroad agent to call the shipper’s 
attention. That was not done. The Commission found that 
because the joint rate via both Cincinnati and Louisville, Ky., 
was $1.07, no damage resulted from the failure of the agent to 
perform his duty, but that the rate, under the rule, was 66.5 
cents. 

Commissioner Eastman, however, said that that was a super-. 
ficial view. He pointed out that the tariffs via Louisville also 
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carried the rule and that under it, the lowest combination was 
63 cents via Louisville. The rule, he pointed out, referred to 
any tariff lawfully on file with the Commission and not merely 
to the tariffs over the route designated and that, therefore, the 
lawful rates were 66.5 cents via Cincinnati and 63 cents via 
Louisville, with the shipper entitled to the lowest combination. 
He pointed out that the rule was devised for carrier conven- 
ience to save them from going to the trouble and expense of 
hunting out and publishing the lowest combinations as one- 
factor through rates. 

“Plainly,” said Mr. Eastman, “shippers ought not to be 
penalized in any way because such short-cut tariff rules are 
used. This was the conclusion reached by the examiner in his 
proposed report, and no exceptions were filed by defendants.” 


CENTRAL OREGON CONSTRUCTION 


Asserting that the law plainly empowers the Commission 
to require the extension of line or lines, Commissioner Mc- 
Manamy, in No. 19680, Public Service Commission of Oregon 
vs. Central Pacific et al., has recommended that the Union Pa- 
cific system be required to build a railroad through central 
Oregon, between Lawen, a point near Crane, Ore., on the east, 
and Crescent Lake, Ore., or some adjacent point, on the Southern 
Pacific, on the west. The requirement would rest upon a finding 
that public convenience and necessity reasonably required the 
construction and that the expense would not impair the ability 
of the Oregon-Washington Railroad & Navigation Company to 
perform its duty to the public. 

The order would be addressed to the Oregon-Washington 
Railroad & Navigation part of the Union Pacific system as the 
corporation the line of which would be extended in compliance 
with such an order as the Commission, observing the techni- 
calities of the law, could issue. The Oregon-Washington is 
owned by the Oregon Short Line, says the report, and the Ore- 
gon Short Line is owned by the Union Pacific. The report says 
the order should require the Oregon-Washington to make the 
extension and authorize the Union Pacific and the Oregon Short 
Line to participate therein. 

“In view of these facts” (about the relationship among the 
three companies), says the report, “it is expected that the cost 
of construction will be financed by the Union Pacific in a 
manner similar to that which it voluntarily followed in the 
construction of the Burns extension previously referred to.” 

Although the enterprise comprehended by the formal com- 
plaint of the Oregon commission, upon which the McMarfamy 
report is based, according to its language, is that which J. J. 
Hill planned more than twenty years ago and the same as that 
taken up by E. H. Harriman when he became the leading figure 
in the Union Pacific, the Union Pacific and the Southern Pacific 
both opposed the project. They opposed the plan embodied in 
the Oregon commission’s formal complaint upon both economic 
and law grounds. 

The law grounds, the report proposes the Commission shall 
say, do not in fact exist. The necessity for a railroad through 
central Oregon, a region in which the rainfall averages less 
than 14 inches a year, Commissioner McManamy holds has 
been shown by the record. Estimates of probable traffic for 
the cut across central Oregon, shown in the report, vary widely. 
In language clearly indicative of the thought the commissioner 
says that there can be no development of central Oregon with- 
out transportation and the Union Pacific system has the re- 
sources to make the development without danger that the 
burden will impair its ability to perform service for the public 
in its present territory. 

The extension would be about 185 miles long. In the dry 
area to be opened, lying east of the Cascade mountains, there 
is one county about the same size as the state of Massachu- 
sets and two each somewhat larger than that commonwealth. 

“It is not necessary in establishing that the extension is 
reasonably required in the interest of public convenience and 
necessity to show that the extension would of itself, and con- 
sidered as standing alone, earn sufficient revenues to make it 
a paying proposition,” says Mr. McManamy. “The relation of 
the extension to the Union Pacific system and its possibilities 
as a developer of traffic for that system must be considered. 
The Commission has recognized this prinicple in many cases.” 

Oregon’s commission estimated that cost of construction 
would be approximately $9,000,000 or $49,000 a mile. The de- 
fendants estimated that constructing and equipping the exten- 
sion would be $11,717,677, or approximately $63,340 per mile 
and the operating expenses $350,400 per annum. Mr. McMan- 
amy said that the question presented was whether that expense 
would impair the ability of the carrier to perform its duty to 
the public. Taking the annual report of the Union Pacific 
system for 1927, showing a net income from all sources of 
$39,665,235, dividends of $22,229,160 on common stock and sur- 
plus of $13,454,335, Mr. McManamy said it was clear that the 
expense involved in the proposed construction would not im- 
pair the ability of the carrier or carriers to perform their duty 
to the public. 

This complaint invoked the power to order extensions of 
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line or lines granted by paragraph 21 of section 1, or to join j 
the construction and operation of required extensions. 

At the threshold of the case the carriers raised the Con- 
stitutional question. They said that if paragraph 21 or Section 
1 or any other part of the interstate commerce act were con- 
strued to require them to make such an extension as Proposed 
by the complaint it would operate to deprive them of their 
property without due process of law, and take from them their 
private property for public use without just compensation in 
violation of the fifth amendment to the Constitution of ‘the 
United States. 

Substantially the same issues, the report said, were raiseg 
in Construction of Lines in Eastern Oregon, 111 I. C, ¢ 3 
decided May 3, 1923, commonly called the Oregon case,, The 
Commission, in that case, on account of the state of the recorg 
declined to deal with the questions in this central Oregon 
construction. It told the Oregon commission that if it desireg 
to urge the building of the line, called the Harriman-Odell |ine 
a new complaint might be filed. : 

After telling of the desire of Oregon for a line through 
this area, a part of which is called the high desert, the plans 
made by Hill and Harriman to construct it after the legislature 
of Oregon, in 1905, proposed to have the state construct it and 
the abandonment of the project, Commissioner McManamy sgaid¢ 
the legislation of 1920 sought affirmatively to build up a system 
of railways prepared to handle promptly all interstate traffic 
and earnings enough to maintain their properties and equip- 
ment in such a state of efficiency to carry the burden. 

“To achieve this purpose,” says he, “it puts the railroad 
system more completely than ever under the fostering guardian. 
ship and control of the Commission, which is to supervise their 
joint use of terminals, their construction of new lines, the 
abandonment of old lines and ‘secure a fair return upon the 
properties of the carrers engaged. Dayton-Goose Creek R. R. 
Co. vs. United States, 263 U. S. 456, Railroad Comm. of Cali- 
fornia vs. Southern Pacific, 264 U. S. 331.” 


Commissioner McManamy said the paragraph was so plain 
there was no need of construction and that it was not the 
function of the Commission to pass upon the constitutionality 
of acts of Congress, its duty being to consider the terms so 
that the desire of Congress should become known to it and 
then to administer the acts. The only conditions prescribed, 
he said, were that the extension of line or lines would be 
reasonably required in the interest of the public convenience 
and necessity and that the expense would not impair the ability 
of the carrier or carriers to perform their duty to the public, 

Upon the three points mentioned his recommendations have 
already been set forth, together with his view that it is not 
necessary for the Commission to find that the extension, stand- 
ing alone, would be a paying one. 


The general position of the Oregon-Washington Railroad 
& Navigation Co. was, according to the report, that the entire 
proposition was economically unsound; that the nature and 
resources of the territory were such as to prohibit development 
of sufficient traffic to sustain the line; that existing rail facili- 
ties were ample properly to take care of all needs of eastern and 
western Oregon and of southwestern Idaho and that the South- 
ern Pacific could not be expected to divert traffic to the cross- 
state line and thereby short-haul itself by taking the traffic 
from the northern part of its system to the Union Pacific sys- 
tem for the shorter haul, to the east via the northern gateways. 
The position of the Southern Pacific, it said, was similar to that 
of the Union Pacific subsidiary. In addition, it urged that as 
a matter of law it could not be compelled to divert traffic to 
the proposed line when such diversion would short-haul itself; 
that the computations of alleged savings were inaccurate; that 
large expenditures had been and were being made in the con- 
struction of additional rail facilities in western Oregon to serve 
that territory and expeditiously to handle the traffic and that 
such facilities were more than sufficient for present and pro- 
spective traffic. The Great Northern’s position, the report says, 
is embraced in the views of the two sets of carriers hereit- 
before set forth. 


The convenience and necessity of the public, the report 
says, depends not at all upon the willingness or unwillingness 
of the carriers to provide the facilities or render the service 
sought. The requisites set forth in the statute, he says, are 
practically identical whether the construction is to be voluntary 
or compulsory, the carriers having set forth the fact that they 
are not applying for permission to make the construction. 

“There can be no justification,” says Mr. McManamy, “for 
granting requests of the carriers under given circumstances 
and under similar or more favorable circumstances denying 
appeals of the people for relief and for a reasonable chance to 
develop a great state. There can be no better criterion to fol- 
low in determining what the carriers, including defendant car 
riers, and the Commission consider the prudent investment 
which is justified in the interest of public convenience and neces 
sity than the instances where certificates have been sought and 
granted authorizing construction of rail extensions.” 

In the body of the report Mr. McManamy called attention 
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to many © 
tained certificates for new construction in territory supposed 


to be not unlike the area in central Oregon. 


MELROSE MINE CARGO COAL 


A finding of undue prejudice and an order requiring its 
removal not later than May 25, which will require some change 
in the boundary separating the Pittsburgh lake cargo coal 
group from the Connellsville lake cargo coal group, have been 
made in No. 20808, South Fayette Coal Company vs. Mononga- 
hela et al. The Commission, by division 3, found unduly preju- 
dicial, but not unreasonable, the rate of bituminous coal, from 
the Melrose mine at Big Meadow Run, Pa., to Cleveland and 
Ashtabula Harbor, O., Erie, Pa., and other lake ports to the 
extent it exceeds or may exceed rates on like traffic from the 
Trumbull, Champion No. 1 and Horner mines on the Monon- 
gahela and the Clyde and Maple Glen mines on the Penn- 

vania. 

” Melrose mine is an operation on the east bank of the Mo- 
nongahela River. The mines alleged to be preferred are those 
on the Monongahela and the Pennsylvania on the west bank 
of the Monongahela River, more distant from the ports than 
the complaining mine. At present the complaining mine is 
paying the Connellsville rate, which is 10 cents higher than the 
competing but less distant mines. The rates from the Melrose 
mine on coal not going to ports for transshipment, according 
to the report, are the same as from the mines preferred in the 
matter of lake cargo rates. 


SAND-LIME BRICK RATES 


Sand-lime brick, according to the decision of the Com- 
mission, by division 3, in No. 21139, Northern Indiana Brick Co. 
vs, Big Four et al., are entitled to the rates applicable on com- 
mon brick as defined in National Paving Brick Manufacturers’ 
Association vs. A. & V., 68 I. C. C. 213, and 80 I. C. C. 179. The 
Commission has found unreasonable and unduly prejudicial the 
present rates on shipments from Mishawaka, Ind., to Benton 
Harbor, Buchanan, Cassopolis, Kalamazoo, Niles and St. Joseph, 
Mich., to the extent they exceed the contemporaneous rates on 
common brick. Rates on that basis are to be made effective not 
later than .April 25. 

The Commission said that the rates on sand-lime brick were 
not in issue in the general brick case but that that decision was 
not intended to prevent the application of the common brick 
basis to such other articles as might appropriately be accorded 
the same rates and that the matter of the appropriateness of 
rates on sand-lime brick was left to the initiative of the carriers, 
subject to the right of interested shippers to file formal com- 
plaints concerning the rates charged in any particular instance. 


COAL CAR DISTRIBUTION 


The Commission, on further hearing, in No. 15270, A. Spates 
Brady vs. Baltimore & Ohio et al., has awarded $12,838.31, with 
interest at 6 per cent from April 1, 1923, as damages to the 
complainant by reason of the undue prejudice against him prac- 
ticed by the Baltimore & Ohio and the Western Maryland in 
the distribution of coal cars between October 14, 1922, and 
April 1, 1923, to mines on the Coalton branch of the Baltimore 
& Ohio in West Virginia. In the former report, 112 I. C. C. 244, 
the Commission found that the distribution in the period men- 
tioned was unduly prejudicial to the complainant in comparison 
with the distribution treatment accorded to other mines on that 
branch. The Western Maryland was brought into the case 
because it operated, under a trackage agreement, over the Coal- 
ton branch. There was a severe shortage of coal cars in that 
period. Mine operators, according to the report, could dispose 
of all the coal they could load. 

a Png to whether there was undue prejudice was disposed of 

7 - Prior report. The question in this was as to the amount 

ee and the methods to be used in computing them. 

pons the complainant’s method the difference between the 

on nape and those which would have accrued had he been 

th n the cars to which he was entitled was $48,451.97. Under 
e Commission 8 method the amount was the sum awarded. 

The carriers contended that Brady really did not suffer dam- 
= at all because he really was given all the cars to which he 
a — the appearance of shortage being attributed by them 
. Zz ation of the rating of his mine. The Commission said that 
nce = their duty to make and maintain just and reasonable 
pd ‘ ngs the carriers were not entitled to attack the rating 
oe € Brady mine, which they had made in accordance with 
a oe reports made to them of production by Brady, with- 
aes aged the situation as to other mines. The Commission 
a at the two carriers were equally and jointly responsible 

€ damage sustained by the complainant. 





WESTBOUND WOOLEN CLOTH 


ore. poceetten in the rate on woolen cloth in the original 
~ ~ = less-than-carloads, from $4.80 to $3.75 per 100 pounds, 
lene ew York, N. Y., to San Francisco, Calif., has been or- 

to be made not later than May 1. The Commission, by 
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ases in which the carriers had applied for and ob-division 3, in No. 20283, Arnstein Simon & Co. vs. Santa Fe et 


al. has found the present rate not unreasonable in the past 
but that it will be unreasonable for the future to the extent it 
exceeds $3.75, which is also the rate from San Francisco to 
New York. Commissioner Aitchison dissented from the finding 
as to the past. His idea is that the rate should be found unrea- 
sonable in the past and reparation awarded on shipments within 
the statutory period. 

In their defense the carriers said that the rate to San 
Francisco was depressed, pointing to the fact that it was the 
same as the rate to Salt Lake City, Utah, for a 748-mile shorter 
haul. The Commission said that a mere showing that a rate 
was extensively blanketed did not establish that for maximum 
hauls in the blanket it was on a depressed basis. 

As to the eastbound rate of $3.75 the carriers said it was 
put on that level on account of Panama canal competition and 
to permit western manufacturers to compete with eastern wool 
weavers. They said that the rail rates were predicated upon 
the steamship rates and that different rates were published to 
meet different situations, chief of which was that the steam- 
ship line rates were not the same in both directions. The 
Commission, however, said the steamship rate was less west- 
bound than eastbound and_that the heavy volume of movement 
was from the east to the west. It added that a rate in one 
direction was not necessarily a measure of reasonableness of 
the rate in the reverse direction, but that it was incumbent 
upon defendants to justify a substantial difference in rates. 
However, as to this rate, the report said, it was not so high 
that it should be regarded as clearly excessive in the past. A 
finding of that sort would have necessitated an award of rep- 
aration. 


WHEELING CONTROL ILLEGAL 


With Commissioners Brainerd, Farrell, Porter and Wood- 
lock dissenting, the Commission, in the Clayton act proceedings 
against the Baltimore & Ohio Railroad Company, the New York 
Central Railroad Company and the New York, Chicago & St. 
Louis Railroad Company in No. 21012 and two sub numbers 
thereunder, has held that the carriers named have violated 
section 7 of the Clayton anti-trust act by acquisition of capital 
stock of the Wheeling & Lake Erie Railway Company. 

Orders have been entered requiring the defendants to cease 
and desist from the violations found and to divest themselves 
of the capital stock of the Wheeling, in such manner as may be 
approved by the Commission, within 90 days from March 11. 
Reference is made by the Commission to its denial heretofore 
of applications of officials of the defendants for authority to act 
also as directors or officers of the Wheeling. 

“Informal representations have recently been made to our 
chairman,” says the Commission, “to the effect that the Balti- 
more & Ohio and Central (New York Central) have disposed of, 
or are in the process of disposing of, the Wheeling stock owned 
by them. Of course, such representations can have no weight 
in this proceeding which is necessarily determined on the record 
formally before us.” 

The foregoing is understood to have reference to the pro- 
posed disposal by the Baltimore & Ohio and the New York 
Central of their Wheeling stock to the Alleghany Corporation, 
a holding corporation organized by the Van Sweringen interests. 


Four-System Plan Involved 


In the early months of 1927, according to the report, the 
respondents, “acting in concert, each purchased 17 per cent of 
the outstanding shares of capital stock of the Wheeling, the 
total of the acquisitions thus being 51 per cent. Owing to con- 
ditions affecting the voting rights of the stock, the purchases 
at the time of the purchase included 97 per cent of the stock 
then entitled to vote.” 

The question for decision, according to the report, was 
whether or not the acquisition of the Wheeling stock “may sub- 
stantially lessen the existing competition between the Wheeling 
and the respondents, or restrain the commerce of any of them 
in any section or community. That there is competition sus- 
ceptible of substantial lessening is amply shown.” 

After summarizing contentions of the respondents in oppo- 
sition to the claim that the Clayton act had been violated, the 
Commission said they held that, in order to show a violation 
of section 7 of the Clayton act, “it must be shown that there 
was an intention on their part in acquiring the Wheeling stock 
to substantially lessen competition between their respective 
lines and the Wheeling or to restrain commerce, and that it 
will probably have these effects.” 

The Commission said it appeared that the respondents 
acquired a controlling portion of the stock of the Wheeling as 
a step in the furtherance of their plan to acquire all the stock 
eventually, and to make the line of the Wheeling a jointly owned 
facility to be used in connection with three of the systems in a 
four-system division of the eastern carriers which the respond- 
ents hoped to bring about with the Commission’s approval. The 
four-system plan had been brought informally to the attention 
of some of the members of the Commission, said the report. 
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“As explained by the respondents,” continued the Commis- 
sion, “the Wheeling was to perform functions analagous to those 
of a belt line, jointly controlled but operated by a separate 
corporation. Why it is necessary to obtain control of the Wheel- 
ing in order to make such use of its facilities is not clear. 
Accepting this explanation, it seems necessary to conclude that 
the value of the Wheeling as a competitive factor in the territory 
it serves, and in the territories which it aids other carriers in 
serving, would be greatly impaired. As we have already said, 
the amount of traffic which might possibly be diverted from the 
Wheeling to the lines of respondents falls far short of being 
the true measure of the value of the Wheeling as a competing 
line; and it is not improbable that the presence of the Wheeling 
in this field, offering its facilities and diligently seeking traffic in 
competition with the respondents, is a factor of greater value to 
the shipping public than the transportation service it performs.” 


Conflict With P. & W. V. Plan 


The Commission pointed out that at the time of the pur- 
chase of the stock of the Wheeling, the Pittsburgh & West 
Virginia, intervener, was earnestly seeking control of the Wheel- 
ing in furtherance of its plan to form part of a through route 
between the east and midwest, in which use of the Western 
Maryland was involved. 

“The circumstances,” said the Commission, “raise a strong 
presumption that the respondents and especially the Baltimore 
& Ohio were actuated at least in part by a desire to secure 
control of the Wheeling in order to prevent the consummation 
of the plans for a competing through system to which the 
geographical position of the Wheeling lends itself. 
are directly opposed to those of respondents.” 

As a result of its consideration of the evidence and of the 
true construction of the statute, said the Commission, it was 
necessary to conclude that with the acquisition of a majority 
of the voting stock of the Wheeling, the substantial lessening 
of competition between the Wheeling and the respondents was 
not merely probable but was in fact accomplished. Continuing, 
the Commission said: 







































































These plans 


Assuming that it would be possible for a controlling carrier or 
carriers to provide such routing of traffic, service, and rates for a 
controlled carrier as to enable it to maintain or even to increase its 
volume of business, such a result would not be due to competition, 
which necessarily ceases with the acquisition of control. . 
ance of strife for traffic might even be continued, but it would not be 
the competition meant by the statute. 
the theory that Congress intended that acquisition of absolute control 
of one corporation engaged in commerce by one or more other cor- 
porations engaged in like commerce in the same territory should be 
regarded otherwise than as a substantial lessening of competition. To 
require us to rely upon declarations of intention, counter influences, 
or other hypotheses as evidence that acquisition of control by one 
competitor of another would not have its usual and natural effect, 
would be to establish an unworkable rule necessarily resulting in 
ineffective administration of the law. 
instance can not be regarded as lawfully existent without our approval, 
the ownership of stock, looking to such lawful control, is sufficient 
to negative any theory of real independence of action in matters in 
which the parties should normally be opposed. 
terest among the respondents in their acquisitions of Wheeling stock 
Without passing upon the legality of their concert of 
action—a question not here in issue—it is necessary to conclude that 
the acquisitions by each of them, under the circumstances here dis- 
closed, may have the effect of substantially lessening competition 
between their lines and the Wheeling. 

We are not advised of any judicial interpretation of the expression 
“restrain such commerce,” as used in section 7 of the Clayton act, 
when applied to the commerce of railway companies. 
more applicable to relationships between 
corporations, 


We find it impossible to accept 


Although the control in this 


A community of in- 


It is perhaps 
industrial or commercial 
é However, it seems reasonably clear that control of the 
Wheeling by other carriers engaged, for example, in the transporta- 
tion of coal which competes with coal produced on the line of the 
Wheeling may result in restraint of commerce in that commodity 
from its producing territory. 


Woodlock for Common Sense 


Commissioner Woodlock, in his dissent, took the position 
that what the respondents had done in acquiring Wheeling stock 
was solely for “investment” purposes and in furtherance of the 
four-party plan, and that this was not in violation of the Clayton 
act, but in consonance with that act. 

“It seems to me,” said he, “that in dealing with the Clayton 
act, as affecting this and kindred questions arising under sec- 
tion 5 of the transportation act, we must assume that Congress 
expected us to use at least some common sense. 
assume that Congress itself, when legislating, was aware of 
existing facts and the implications necessarily existing in those 
Among those facts was the stock market with its inevit- 
able concomitant stock speculation. 


We must also 


Forestalling is the essence 
Can it be supposed that, when Congress pro- 
vided under section 5 (2) that a railroad might with our approval 
purchase the stock of another, it intended that our approval 
should in all cases first be asked and, after public hearings over 
a considerable period of time, granted, before any purchase 
So to suppose is to attribute to Congress 
ignorance of the obvious in a preposterous degree.” 
Commissioner Brainerd disagreed with the majority as to 
its construction of the Clayton act, and held that what the 
respondents had done was not in violation of that act. 
with whom Commissioner Farrell 


of speculation. 


were actually made? 






Commissioner Porter, 











agreed, concurred in what Commissioner Woodlock Said, but 
pointed out additional reasons for disagreement with the majorit 

“The Clayton act,” said Mr. Porter, “may well be an ima 

tant and effective instrument in our hands to bring about obedi. 

ence to our wishes in consolidation of the rail carriers ag finally 
determined by us, but its ruthless use as is here propogeg b 

the majority can not be justified.” y 


Followed |. C. C. Suggestion 


Commissioner Porter, who has supervision of the railroad 
consolidation work of the Commission, said that after the cop. 
clusion of hearings on the tentative consolidation plan, ang the 
Commission had asked Congress to relieve it of the duty of 
preparing a plan, several informal conferences were held by the 
various carriers, particularly of the eastern region, and a com- 
mittee of the Commission. He said the inability of the Commis. 
sion to make a plan was discussed “and the active cooperation 
of the carriers in the eastern region in arriving at a solution 
of this problem was informally sugggested, if not requested.” 

“In pursuance to this suggestion or request,” said he, “the 
carriers in the eastern region informally submitted various pro. 
posals or plans for the consolidation of the various carriers jp 
their territory. 

“It is undisputed in this record that in an honest endeayor 
to assist the Commission in working out a solution of this 
important problem several purchases of various lines of railroag 
have been made, among them the one now before us. The three 
respondents each purchased about 17 per cent of the securities 
having the control of the Wheeling & Lake Erie.” 

Mr. Porter said the respondents made purchases of the stock 
“for the purpose of holding such interest temporarily until this 
Commission should determine the final allocation of the carrier 
purchased.” As to their being a lessening of competition, in 
the circumstances, he said “it is to my mind little less than 
absurd.” 

The recent applications of the Baltimore & Ohio and the 
Chesapeake & Ohio for approval of plans for creating systems 
in the east, said Mr. Porter, could not be ignored, and pointed 
out that the Baltimore & Ohio did not ask that the Wheeling & 
Lake Erie be allocated to it, thereby backing up its allegation 
that it did not want that carrier for itself. As to the Chesapeake 
& Ohio-application, he pointed out that the Nickel Plate and 
the Wheeling were included in the proposed system. 

Commissioner Eastman, concurring, undertook by an analy- 
sis of the reasons contained in the dissenting opinions to show 
that the conclusions of the majority were sound. 


OIL REPARATION QUESTIONS 


The Commission, on reconsideration in No. 20256, Trans- 
continental Oil Company vs. Santa Fe et al., in a report written 
by Commissioner McManamy, has found not unreasonable the 
rates on petroleum products, from designated points in mid- 
continent oil group 3 in Oklahoma to Wayne and Concord, 
Neb., prior to November 20, 1928, and affirmed the original 
findings as to rates thereafter. The prior report was made in 
147 I. C. C. 189. In the original report division 2 found that 
rates of 44.5 and 47.5 cents from Wayne and Concord, respec: 
tively, were then and for the future would be unreasonable to 
the extent they exceeded or might exceed 40 cents. 

In this further proceeding the complainant contended that 
the rates condemned were “intrinsically unreasonable under 
any adjustment,” and, according to the report, it cited the 
Prairie Pipe Line case, 146 I. C. C. 149, the case in which the 
Commission laid down a new reparation rule, in support of its 
contention. The Commission, however, said that the rates here 
assailed compared with those prescribed for the future as were 
many of the rates considered in the Prairie Pipe Line case. — 

The limitation, November 20, 1928, put into this finding, is 
the date upon which the rates prescribed in the prior order 1 
this case went into effect. 

Commissioner Farrell, dissenting, laid down what he con- 
ceived to be the rule in respect to the right of a complainant 
to reparation. He said: 


I am unable to concur in the views expressed by the majority 
this case, because, according to my understanding of pertinent pro- 
visions of the interstate commerce act, the right of a complainant z 
an award of reparation does not depend either upon whether the 
rate complained of by him as unreasonable has been included in a 
general readjustment, or upon what has been done by us in connec- 
tion with complaints in other cases; it depends instead upon wheths 
as a matter of fact, the rate complained of was unreasonable att 
time it was applied to the transportation involved. In such 4 — 
however, the rate complained of properly may not be found to re 
been unreasonable unless at the time it was applied to the transpor 
tion it exceeded the maximum of reasonableness. 


Commissioner Brainerd noted a dissent. 


SWEET CLOVER SEED INCREASES 
An increase in the rates on sweet clover seed, estimated 
by the Commission to average 63 per cent, proposed by rd 
Milwaukee and the North Western, from points in Minnes?s 
and the Dakotas to Sioux City, Ia., and suspended in I. and 5. 
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No. 3178, has been found not justified. The decision was made 
b ‘division 3. The Commission has ordered the cancellation 
ef the suspended schedules and discontinued the proceeding. 

The carriers proposed to make the increases so as to be 
freed from pressure to extend the basis of rates to Sioux City, 
class D, to the whole of western trunk line territory. The 
Milwaukee, according to the report, said that the present situa- 
tion on its line was being continually brought to its attention 
and was being used by dealers located at Milwaukee, Wis., 
and Chicago, Ill., as the basis of requests for reductions to those 
po otestents, Chamber of Commerce of Fargo, N. D., Sioux 
City Traffic Bureau and the railroad commissioners of South 
Dakota, the report said, contended that the present rates com- 
ared favorably with the rates on other seeds and that the 
question of the basis of rates on sweet clover seed was involved 
No. 17000, part 7, Hoch-Smith grain. They said the basis should 
not be disturbed pending disposition of that proceeding. 


GRAIN TRANSIT STORAGE 


The Commission, by division 5, in No. 19224, Sperry Flour 
Co. vs. Chicago, Rock Island & Pacific et al., has found that stor- 
age in transit was not authorized at Fort Worth, Tex., on wheat, 
from points in Oklahoma to destinations in California, shipped 
in 1928. It has further found that the failure of the Chicago, 
Rock Island & Gulf to authorize transit was not unreasonable 
but that the failure of that carrier to authorize transit at Fort 
Worth, while maintaining transit arrangements at other points 
in Texas, was unduly prejudicial. There are outstanding under- 
charges, due to the fact that transit was supposed by the com- 
plainant to be in effect, which the Commission has authorized 
the carrier to waive. The undue prejudice is to be removed not 
later than May 25. The report also covers a sub number, Globe 
Grain & Milling Co. vs. C. R. I. & P. et al. 


LIME GROUPS AUTHORIZED 


With Commissioner McManamy noting a dissent, the Com- 
mission, in a second supplemental report in No. 16170 (Sub. 
No. 1), Washington Building Lime Co. vs. Akron & Barberton 
Belt et al., upon further consideration, has authorized the car- 
riers to group upper Mississippi River crossings and points 
around Chicago in the Chicago switching district, in connection 
with rates on lime, from Woodville, O., and other points of 
origin covered in the case and Eastern Lime Manufacturers’ 
Traffic Bureau vs. A. & B. B., 112 I. C. C. 7. In this report 
the Commission found that the application of the distance scale 
previously prescribed in the report mentioned and 122 I. C. C. 
105, should be subject to the maintenance of group rates to 
Chicago and surrounding points and the upper Mississippi River 
crossings, if the defendants desire to use such groups, based 
‘on the average distance from Gibsonburg, O., and other base 
points to the destinations included in each group. The out- 
standing order was modified accordingly. 


COMMISSION REPORTS 


No. 19914, Huey & Philp Hardware Co. et al. vs. A. & V. 
et al. By division 4. Complaint dismissed on finding not un- 
reasonable rates on stoves, ranges, holloware and stove furni- 
ture, in straight or mixed carloads, St. Louis, Mo., and points 
in official and southern territories from which rates are based 
on or related to those from St. Louis, to destinations in Texas. 
The report also embraces a sub number, Nash Hardware Co. 
vs. Same. 

No. 20348, Arcady Farms Milling Co., Inc., vs. C. B. & Q. 
By division 3. Complaint dismissed on finding not unreasonable 
or otherwise unlawful rates on alfalfa hay, carloads, points in 
Kansas, Nebraska, Missouri, Iowa, Colorado, Wyoming and Mon- 
tana, ground into alfalfa meal at points within Kansas City, 
Mo.-Kan., switching district,, and shipped beyond in straight 
carloads of alfalfa meal or as a constituent part of prepared 
stock goods to points in numerous states. 

No. 20483, Tulsa Traffic Association et al. vs. Santa Fe et al. 
By division 3. Rate on salt, carloads, Hutchinson, Kanopolis 
and Lyons, Kans., to Tulsa, Okla., unreasonable to extent it 
exceeded 19 cents. Reparation awarded as follows: To Binding- 
Stevens Seed Co., $182.14, with interest; and refund of over- 
charges in sum of $40.20; Tulsa Feed Co., reparation of $328.23, 
With interest. 

No. 19963, John Clay & Co. et al. vs. Gilmore & Pittsburgh 
et al, embracing also No. 20113, John Clay & Co. et al. vs. 
City of Prineville et al. By division 3. Complaints dismissed 
on finding not unreasonable rates on beef cattle, carloads; and 
on sheep and lambs, in double-deck carloads, points on Gilmore 
& Pittsburgh in Idaho, and points on City of Prineville in Oregon, 
to Chicago, IIL., Omaha, Neb., and other Missouri River markets. 

No. 20318, Atlas Portland Cement Co. vs. Southern et al. 
By division 4. Rate charged on ten carloads cement, Leeds, 
Ala., to Doughton, N. C., inapplicable; applicable rate, 35.5 
cents, unreasonable to extent it exceeded 31 cents. Complainant 
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awarded reparation of $161.84, with interest, from-Southern; and 
$291.31, with interest, from Southern and the Elkin & Allegheny. 

No. 20059, Cleveland Worsted Mills Co. vs. Pennsylvania 
et al. By division 3. Complaint dismissed on finding not 
unreasonable or otherwise unlawful rates on woolen piece goods, 
Ravenna, O., to New York, N. Y. 

No. 20401, Anthony Salt Co. vs. Arkansas Valley Interurban 
et al., embracing also a sub number, Farmers Trading Associa- 
tion et al. vs. Same. By division 3. Designated complainants 
and interveners entitled to reparation on finding rates on salt, 
carloads, Kansas producing points to destinations in Oklahoma, 
unreasonable to extent they exceeded rates prescribed as rea- 
sonable in Salt Between Western and Southwestern Points, 120 
I. C. C. 91, and 128 I. C. C. 431. Claims for reparation on ship- 
ments to interveners delivered or tendered for delivery prior 
to April 20, 1926, barred. 

No. 20136, J. C. Penney Co., Inc., vs. C. C. C. & St. L. et al. 
By division 3. Complaint dismissed on finding applicable rate 
charged on case of hosiery, Athens, Ga., to Alpena, Mich. 

No. 20481, American Hide & Leather Co. vs. Boston & Maine 
et al. By division 3. Complainant entitled to reparation on 
finding that rate charged on leather, carloads, Ballston Spa, N. 
Y., to Manchester, N. H., was unreasonable prior to August 19, 
1926, to the extent it exceeded 28.5 cents and that from and 
after that date the applicable rate was 24 cents. 

No. 20200, Texas Cement Plaster Co. vs. Southern et al. 
By division 4. Complaint dismissed on finding not unreason- 
able rates on gypsum building blocks, carloads, Plasterco and 
Plasterco Junction, Tex., to Jacksonville, Fla., and points in 
Florida basing thereon. 

No. 20500, K-T Oil Corporation vs. Santa Fe et al. By 
division 3. Complaint dismissed on finding not unreasonable 
rates on petroleum lubricating oil, carloads, certain points in 
Pennsylvania and West Virginia to Wichita, Kan. 

No. 20221, Barrett Co. vs. New York, Susquehanna & West- 
ern et al. By division 3. Rate on tar oil, tank-car loads, 
Greenville Piers, Jersey City, N. J., to Philadelphia, Pa., not 
unreasonable. Rates on coal tar oil, tank-car loads, between 
Edgewater, N. J., and Philadelphia, Pa., in both directions, un- 
reasonable, past, present and future, to extent they exceeded, 
exceed or may exceed 14.5 cents. Complainant entitled to 
reparation. Rate for future on or before April 25. 

No. 20309, Atlantic Coal Tar Distillates vs. B. & O. et al. 
By division 3. Rate on crude coal tar, tank-car loads, Pitts- 
burgh, Erie and Woodlawn, Pa., and Weirton, W. Va., to Bay- 
way, N. J., unreasonable but not otherwise unlawful, past, 
present and future, to extent it exceeded, exceeds or may ex- 
ceed 23 cents. Complainant entitled to reparation. Rate for 
future on or before April 25. 

No. 20713, W. A. Murphy vs. American Railway Express 
Co. et al. By division 4. Reparation of $230, with interest, 
awarded on finding aggregate rate assailed for through move- 
ment of express shipments of cherries, carloads, Yakima and 
Grand view, Wash., and Salem, Ore., to Pier 20, North River, 
New York, unreasonable to extent aggregate rate for that serv- 
ice, including terminal service of Erie, exceeded $3.83 per 100 
pounds. 

No. 20547, Orchard & Wilhelm Furniture Factory vs. C. & 
N. W. et al. By division 4. Carload rate on furniture stock in 
white, Cedar Rapids, Ia., to Ralston, Neb., unreasonable, past, 
present and future, to extent it exceeded, exceeds or may ex- 
ceed 34 cents, minimum 20,000 pounds. Reparation of $30.92, 
with interest, awarded. Rate for future on or before April 25. 

No. 20591, Richmond Mica Corporation vs. B. & O. et al. 
By division 5. Rate on imported scrap mica, carloads, having 
value for grinding or pulverizing purposes only, in bags, or in 
packages, New York and Brooklyn; N. Y., to Richmond, Va., 
prior to November 15, 1927, unreasonable to extent it exceeded 
subsequently established rate of 22 cents, minimum 50,000 
pounds, but that latter rate was and is not unreasonable; rates 
charged on same commodity, carloads, Philadelphia, Pa., to 
Richmond, Va., since August 7, 1925, were, are and for future 
will be unreasonable to extent they exceeded, exceed or may 
exceed 19 cents, minimum 50,000 pounds. Complainant entitled 
to reparation. Rate for future on or before April 25. 

No. 20704, Bay Co. vs. Boston & Maine et al., embracing 
also a sub number, Same vs. New Haven. By division 2. Rule- 
25 class rates on cotton piece goods, less than carloads, Exeter, 
N. H., and Walpole, Mass., to Bridgeport, Conn., unreasonable, 
past, present and future, to extent they exceeded, exceed or 
may exceed 41 cents from Exeter and 36.5 cents from Walpole. 
Complainant entitled to reparation. Rate for future on or be- 
fore April 25. Dissenting, Commissioner Brainerd said classi- 
fication of commodity was not alleged to be unreasonable, that 
traffic moved on class rates, prescribed by Commission, that 
these rates were reasonable and that complaint should be 
dismissed. 

No. 20725, Albemarle Paper Manufacturing Co. vs. B. & O. 
et al. By division 5. Complaint dismissed on finding not un- 
reasonable rate on sulphate of alumina, carloads, Bridesburg 
and Frankford, Pa., to Richmond, Va. 

No. 20651, First National Bank of Pierre vs. C. & N. W. et 
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al., embracing also a sub number, Campbell & Reid & Western 
Sale Stables Co. vs. Same. By division 4. Complaints dis- 
missed on finding applicable charges on four carloads of horses, 
Fort Pierre and Pierre, S. D., to National Stock Yards (East 
St. Louis), Ill. 

No. 20653, Menasha Printing & Carton Co. vs. C. & N. W. 
et al. By division 3. Complaint dismissed on finding not un- 
reasonable rate on mixed carload shipment of pulpboard boxes, 
not corrugated, k. d. flat, and printed waxed wrapping paper, 
Neenah-Menasha, Wis., to Joplin, Mo. 

No. 20791, Illinois Oil Co. vs. Santa Fe et al. By division 
4. Complaint dismissed on finding applicable and not unreason- 
able rates charged on petroleum products, carloads, Tulsa, 
Cushing, and Garber, Okla., to Fulton and Mayfield, Ky. 

No. 20706, Pendleton & Gilkey vs. Minneapolis, Red Lake & 
Manitoba et al. By division 4. Rate on carload shipment cedar 
posts, Redby, Minn., to Saratoga, Ind., inapplicable. Applicable 
rate 45 cents. Reparation of $12.66, with interest, awarded. 
Commissioner Woodlock concurred solely for reason decision 
appeared to be consistent with decisions on this point subse- 
quent to the Sligo cases. 

No. 20832, John Wickenhiser & Co. vs. C. I. & L. By divi- 
sion 5. Complaint dismissed on finding two carloads of corn, 
in bulk, Chalmers, Ind., to Waterville, Me., and Abbott’s Run, 
R. L, respectively, were not misrouted by defendant. 

No. 20724, G. C. Wright vs. A. C. L. et al. By division 4. 
Complaint dismissed on finding applicable rate charged on car- 
load brick, Augusta, Ga., to Lake Stearns, Fla. 

No. 20876, Baker Bros., Inc., vs. Santa Fe et al. By divi- 
sion 5. Complaint dismissed on finding applicable and not un- 
reasonable rates charged on linoleum, less than carloads, St. 
Louis, Mo., Chicago, Ill., and New York, N. Y., to Los Angeles, 
Calif. 

No. 20812, Page & Son vs. Southern Pacific et al. By divi- 
sion 4. Reparation of $47.23, with interest, awarded on finding 
carload of cabbage, Harlingen, Tex., to Portland, Ore., mis- 
routed by St. Louis, Brownsville & Mexico. Rate applicable 
over route shipment should have moved unreasonable to extent 
it exceeded $1.86. Collection of undercharges may be waived 
but St. Louis, Brownsville & Mexico should settle with its con- 
nections on basis of rate that was applicable over route of 
movement. 

No. 21048, Berghoff Products Co. vs. N. Y., C. & St. L. By 
division 3. Complaint dismissed on finding not unreasonable 
rate on cereal beverages, carloads, Fort Wayne, Ind., to Chi- 
cago, IIl. 

No. 20949, J. D. Ekstrum and T. F. Herrly, receivers of 
Flour City Fuel & Transfer Co. vs. C. M. & St. P. et al. By 
division 5. Rate applicable on amalgam coal, carloads, Su- 
perior, Wis., to Minneapolis, Minn., was class D rate and ship- 
ments were undercharged. Further finds that in its application 
to this traffic that rate was unreasonable to extent it exceeded 
rate of $2.13 then applicable on coke. As rate herein found 
reasonable in past is now in effect, no finding as to future 
necessary. Complaint dismissed and in view of findings col- 
lection of outstanding undercharges should be waived. 


No. 18859, Crook Son & Co. vs. Pere Marquette et al., and 
a sub-number, Same vs. Same. By the Commission. On fur- 
ther consideration, former report, 139 I. C. C. 45, by division 4, 
finding not unreasonable a rate of 14.5 cents, on logs, Paw Paw 
and other points in Michigan to Hicksville, O., prior to March 
20, 1924, affirmed. Complainant asked for a modification be- 
cause in Indiana Public Service Commission vs. Ann Arbor, 85 
I. C. C. 533, division 1 condemned rates on logs in central ter- 
ritory to the extent they exceeded 65 per cent of the contem- 
poraneous sixth class rates. The 14.5-cent rate is 78 per cent 
of sixth class. Reparation was also asked because some ship- 
ments were made in the time between the decision and the 
effective date of the rates in the Indiana case. 

No. 20608, Cash Feed Co. vs. A. C. L. et al. By division 2. 
Complaint dismissed on finding applicable rate on hay, Lima, 
O., to Lakeland, Fla. 

No. 21072, Perryton Equity Exchange et al. vs. Santa Fe 
et al. By division 3. Complainants and intervener entitled to 
reparation on finding rates on salt, Anthony, Hutchinson, Little 
River, Lyons, Sterling, and Kanopolis, Kan., to destinations in 
Texas unreasonable to the extent they exceeded scale of dis- 
tance rates prescribed in Salt between Western and South- 
western Points, 120 I. C. C. 91, 128 I. C. C. 431, 144 I. C. C. 428. 

No. 20381, Green, Hamilton & Co., Inc., vs. B. & A. et al. 
By division 2. Complainant entitled to reparation on finding 
rates on cotton card strippings, Boston, Mass., and interior New 
England points, to Alabama City, Ala., not unduly prejudicial 
but unreasonable to extent they exceeded 70.5 cents from Boston 
and 72.5 cents from interior New England points. 

No. 19837, Fuller Brush Co. vs. B. & M. et al. By division 
3. Rate assailed on wooden broom and mop handles in the 
white, in straight carloads, Burlington, Vt., to Hartford, Conn., 
unreasonable, past, present and future, to extent it exceeded, 
exceeds or May exceed 27 cents. Complainant entitled to repara- 
tion. Rate on wooden broom and mop handles, varnished or 
shellacked, in straight carloads or in mixed carloads with broom 
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and mop handles in the white, Burlington to Hartford not 
reasonable. Commissioner Taylor, dissenting in part, said - 
could not agree with majority as to award of reparation 

No. 20869, W. H. Smith vs. C. R. I. & P. et al. By divisig 
3. Complaint dismissed on finding not unreasonable rate . 
— less than carloads, Bascom, N. M., to Oklahoma City 

a. ’ 

No. 18027, Buffalo-Springfield Roller Co. vs. D. T. & I, et al. 
By division 2. Complainant awarded reparation of $1,259 53, 
with interest, on account of overcharges collected on shipments 
of steam road rollers, carloads, Springfield, O., to points in Kep. 
tucky, Tennessee and Florida, and from Sangully, Olympia and 
Boulevard, Fla., to Springfield, found due in previous report, 
126 I. C. C. 177. 

No. 20751, International Diamond Drill Co. vs. C. B, g¢ Q. 
et al. By division 3. Complaint dismissed on finding applica. 
ble and not unreasonable or otherwise unlawful rate charged 
on steel tubing, less than carloads, Ellwood City, Pa., to Hi. 
yard, Wash. 

No. 20577, Standard Export Trading Co. vs. A. C. L. et al 
By division 3. Rates on hewn cedar logs and on cedar pengejj 
slats, carloads, Homosassa and Crystal River, Fla., to Jackson. 
ville, Fla., for export, and rates on cedar pencil slats, carloads, 
same origin points to New York, N. Y., and points taking same 
rates, not unreasonable in past but unreasonable for future as 
to the logs and slats to Jacksonville for export to extent they 
exceed 16 cents per 100 pounds and 120 per cent thereof, re. 
spectively, and as to slats to New York and points taking same 
rates, to the extent they exceed common lumber rates cop. 
temporaneously in effect from and to respective points of origin 
and destination by more than 20 per cent. Rates for future 
effective on or before May 1. 

No. 20996, United Engineering & Foundry Co. vs. Pennsyl- 
vania. By division 2. Reparation of $6.30, with interest, awarded 
on findng unreasonable reconsignment charge on one carload 
pig iron, Jackson, O., to Trafford, Pa., reconsigned to Pittsburgh, 
Pa. 


No. 21048, F. J. Seif’s Sons vs. C. & N. W. et al. By division 
4. Complaint dismissed on finding not unreasonable or other. 
wise unlawful rate on agricultural implements, tractor engines, 
= —— twine, carloads, Chicago and Proviso, IIl., to Neills- 
e, s. 


No. 20684, Edward Hines Yellow Pine Co. vs. Mississippi 
Southern et al. By division 5. Applicable rate on lumber, Lun- 
berton, Miss., to Valley Head, Ala., prior to August 25, 1925, 
37.5 cents, and thereafter 24.5 cents; rate of 37.5 cents unrea- 
sonable to extent it exceeded 24.5 cents; latter rate not un- 
reasonable. Waiver of outstanding undercharges authorized. 
Complaint dismissed. Commissioner Campbell dissented. 

No. 19099, Willow Springs Creamery Co., Inc., vs. Illinois 
Central et al. By division 2. Complainant entitled to repara- 
tion on finding rate on butter, Willow Springs, Mo., to New Or- 
leans, La., unreasonable. Reasonable rate $1.15. 

No. 20701, General Box Co. vs. St. Louis Southwestern et al. 
By division 3. Reparation of $474.03, with interest, awarded on 
finding unreasonable rate on rough lumber, Franklin, La., to 
Illmo, Mo., to extent it exceeded 24.5 cents. 

No. 20705, Valentine-Clark Co. vs. Northern Pacific et al. 
By division 5. Reparation of $31.05, with interest, awarded due 
to misrouting carload cedar poles, Kootenai and Kooskia, Ida., 
to Drake’s Branch, Va., by Norfolk & Western. 


No. 20038, Hall Lumber Co. vs. L. & N. et al. By division 2. 
Reparation of $76.62, with interest, awarded on finding inappli- 
cable rate on lumber, Brewton, Ala., to Toccoa, Ga., and that 
applicable rate and charge for transportation from Atlanta, Ga., 
to Tocca was $19.50 per car. 

_ No. 20421, Republic Creosoting Co. vs. B. & O. et al. By 
division 3. Rate on creosote oil, tank-car loads, Indianapolis, 
Ind., to Norfolk, Va., unreasonable, past, present and future, 
to extent it exceeded, exceeds or may exceed 35 cents. Com- 
Plainant entitled to reparation. Rate for future effective on 
or before May 1. 

No. 20971, Gamble Robinson Co. vs. Frisco. By division 5. 
Reparation of $18.35, with interest, awarded on finding inap- 
plicable rate on carload canned tomatoes, Sampson, Mo., to 
Minneapolis, Minn. Applicable rate 43 cents. 

No. 20645, City Baking Co. et al. vs. Pennsylvania et al. 
By division 3. Reparation of $33.97, with interest, awarded to 
City Baking Co., and of $92.26, with interest, to Garber Baking 
Co., on finding second-class rating and rates on printed waxed 
wrapping paper, less than carloads, Tacony, Pa., Newark, N. J. 
and Kalamazoo, Mich., to Baltimore, Md., and from Newark 
and Garfield, N. J., to Frederick, Md., unreasonable to extent 
they exceeded contemporaneous third class rating and rates. 
Commissioner Taylor dissented. 

No. 20781, Norwood, Calef & Co. vs. Boston & Maine et al. 
By division 3. Second class any-quantity rating in official classi- 
fication on chair-seat frames, Keene, N. H., to Meriden, Cont. 
not unreasonable in the past but unreasonable for the future 
to the extent it exceeds fourth class, minimum 20,000 pounds, 
(Continued on page 644) 
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NEWSPRINT AND WRAPPING PAPER 


A scale for making of rates on newsprint paper from the 
so-called eastern newsprint blanket in New York and New 
England, based on a finding of unreasonableness, has been 
made by Examiner William H. Smith in No. 19694, St. Regis 
Paper Company VS. Santa Fe et al. He has further recom- 
mended that third and sixth class rates when prescribed in 
No. 15879, Eastern Class Rate Investigation, be made applicable 
on wrapping paper and paper bags, L. C. L. and Cc. L., from 
points in eastern trunk line to destinations in central territory, 
and that when such rates have been established they will re- 
move undue prejudice from producing points in New England, 
eastern trunk line and central territory to destinations in cen- 
tral territory. 

Specifically Smith said that upon complaints assailing the 
rates on newsprint, from Norwood, Deferiet, Carthage, Norfolk, 
Raymondville and Harrisville, N. Y., to destinations in central 
territory the Commission should find that the present rates are 
and for the future will be unreasonable to the extent they ex- 
ceed or may exceed the distance scale of rates carried in 
appendix F, and that in so far as the transportation takes place 
wholly within the United States the uniform establishment of 
those rates from other producing points in New York and 
New England, included within the so-called newsprint blanket, 
would remove any undue prejudice that might exist under the 
present rates. Smith said that this being a general readjust- 
ment, reparation should be denied. 

The specific disposition of the complaints about rates on 
wrapping paper and paper bags has to do with those, on car- 
loads and less-than-carloads, from Black River, Carthage, 
Watertown and Dexter, N. Y., to destinations in central terri- 
tory. As to them Smith recommended that the Commission 
find that for the future the rates will be unreasonable to the 
extent they may exceed rates prescribed in the Eastern Class 
Rate Investigation, to replace the present sixth and third class 
rates, and that the uniform establishment of those bases from 
producing points in New England, eastern trunk line and cen- 
tral territories to destinations in central territory will remove 
such undue prejudice as may now exist under the present rates. 


This report also embraces a sub number, Harrisville Pa- 
per Corp. vs. Same; No. 19703, St. Regis Paper Co. vs. Ann 
Arbor et al.; No. 19692, Taggart Brothers Co., Inc., vs. Santa 
Fe et al.; and No. 19889, Dexter Sulphite Pulp & Paper Co. et 
al. vs. New York Central et al. 


The proposed scale begins with a rate of 22 cents for hauls 
of 280 miles but not more than 300 miles. At 400 miles it 
becomes 26 cents; at 500 miles, 30 cents; at 600 miles, 32 cents; 
at 700 miles, 35 cents; at 800 miles, 37 cents; at 900 miles, 39 
cents; at 1,000 miles, 41 cents; at 1,100 miles, 43 cents, and at 
1,200 miles, 45 cents. 


FIBERBOARD FROM MARRERO, LA. 


Examiner T. H. Kerwin, in No. 20572, Celotex Company vs. 
Akron, Canton & Youngstown et al.; No. 17544, Same vs. Same, 
on further hearing; and I. and S. No. 3139, chipboard, fiber- 
board and pulpboard from gulf ports to eastern points, has 
recommended that the Commission find unreasonable the class 
A rates on fiberboard, carloads, from Marrero, La., to destina- 
tions in trunk line and New England territories, in effect prior 
to July 30, 1927, to the extent they exceeded the combinations 
in effect over the routes of movement; that the rates on the 
board in question, to points intermediate to Richmond, Va., via 
Cincinnati, O., and Pittsburgh, Pa., were, are, and for the future 
will be unreasonable, as to shipments moving, to such inter- 
mediate points, via Cincinnati and Pittsburgh, to the extent 
that they exceeded, exceed or may exceed the commodity rate 
of 52 cents from New Orleans to Richmond, and award rep- 
aration. The prior report in the earlier formal docket case is 
in 136 I. C. C. 4, 


As to the proposed rates suspended in the suspension 
docket case, the examiner said the Commission should find 
justified the increased rates carried in the schedules under 
Consideration, on fiberboard, chipboard, and pulpboard, car- 
loads, from New Orleans and New Orleans rate points, one of 
Which is Marrero, to Pittsburgh and Erie, Pa., Buffalo and 
Rochester, N. Y., and points taking the same rates, when the 
traffic moves through gateways in Virginia, West Virginia and 
Maryland. The examiner said the suspended schedules naming 
higher rates were restricted so as not to cause any increases 
on shipments routed through the Ohio River crossings and that 
the increases through the other gateways would be the eighth 
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class rates found reasonable in the Southern Class Rate In- 
vestigation. 


PROPOSED REPORTS 


No. 21384, Missiquoi Pulp & Paper Co. vs. Boston & Maine 
et al. Examiner T. P. Wilson. Recommends that rates on rosin 
sizing, Holyoke, Mass., and alum, Boston, East Boston and South 
Wilmington, Mass., to Sheldon Springs, Vt., be found, for past, 
present and future, unreasonable to extent they exceeded, exceed 
or may exceed 20 cents, subject to existing carload minima; 
that rates on waste paper, rated sixth class in official classifi- 
cation, Boston, East Cambridge, Brookfield and Holyoke, Mass., 
to Sheldon Springs be found, for past, present and future, un- 
reasonable to extent they exceeded, exceed or may exceed 22.5 
cents, minimum 24,000 pounds; that rates assailed on waste 
paper, except those referred to in findings, and on bisulphite 
of soda, were not and are not unreasonable. Reparation recom- 
mended. 

No. 21348, Galion Iron Works & Manufacturing Co. vs. L. & 
N. Examiner Harris Fleming. Report also embraces a sub 
number, Huber Manufacturing Co. vs. Same, and No. 21345, 
Galion Iron Works and Manufacturing Co. vs. A. C. L. et al. 
Dismissal recommended on finding that shipments of road grad- 
ers, road rollers and road scrapers, points in Ohio to destina- 
tions in Kentucky and Florida and from points in Kentucky 
and Florida to destinations in Ohio, were overcharged. Class 
L rates applicable between Cincinnati and points of origin or 
destination in Kentucky, and Class N rates applicable between 
Jacksonville, Fla., and points of origin or destination in Florida. 
Overcharges should be promptly refunded. 

No. 20984, G. Caruso & Co. vs. Frisco et al. Examiner F. 
D. Binkley. Dismissal recommended on finding applicable rate 
charged on strawberries, Springdale, Ark., and Sarcoxie and 
Wentworth, Mo., to Logansport, Ind. 

No. 21002, Thomas H. Fee vs. Santa Fe et al. Examiner 
John Davey. Dismissal recommended on finding rate on citrus 
fruits, California origins to Roswell, N. M., not unreasonable. 

No. 21137, Star Drilling Machine Co. vs. L. & N. et al. 
Examiner W. R. Brennan. Recommends reparation of $121.80, 
with interest, on finding of inapplicability as to rate charged 
on carload well drilling machinery and equipment, Beattyville, 
Ky., to Akron, O. Class L rate to Cincinnati applicable and 
not unreasonable or otherwise unlawful. 

No. 21426, Western Bridge & Construction Co. vs. C. G. W. 
Examiner Harold M. Brown. Recommends reparation of $44.94, 
with interest, on finding rate on creosote oil, Chicago, IIl., to 
Omaha, Neb., unreasonable to extent it exceeded 30.5 cents. 

No. 21300, Peterson Construction Co. vs. M. St. P. & S. S. M. 
Examiner W. R. Brennan. Dismissal recommended on finding 
applicable charges collected on one highway patrol and one- 
piece crushing plant, Spooner, Wis., to Genola, Minn. 

No. 21363, Star Drilling Machine Company vs. B. & O. et 
al. Examiner Harris Fleming. Complaint should be dismissed 
on finding applicable and not unreasonable or otherwise un- 
lawful rate charged on carload shipment well-drilling machine 
and parts, Akron, O., to Wichita Falls, Tex. 

No. 21171, Otter River Board Company et al. vs. B. & M. 
et al. Examiner H. L. Main. Dismissal recommended on find- 
ing not unreasonable rates on binders’ board, Otter River, 
Mass., to Washington, D. C. 

No. 21276, Artesia Alfalfa Growers’ Association vs. Santa 
Fe et al. Examiner W. R. Brennan. Recommends rate on cot- 
ton gin machinery, Dallas, Tex., to Artesia, N. M., over route 
of movement, be found unreasonable, past, present and future, 
to extent it exceeded, exceeds or may exceed $1.12, and that 
reparation of $76.53, with interest, be awarded. 

No. 19955, West Virginia Brick Company et al. vs. Hocking 
Valley et al. Examiner C. E. Simmons. Recommends rates on 
brick and tile, Hamden, Wellston, Nelsonville, Fultonham and 
Haydenville, O., to destinations in Florida be found not unrea- 
sonable or otherwise unlawful. Reparation recommended on 
account of misrouting of certain shipments. 

No. 20723, F. J. Lewis Manufacturing Company vs. A. C. & 
Y. et al. Attorney-Examiner George M. Curtis. Recommends 
reparation on finding unreasonable rates on pitch coke, Granite 
City, Ill, Dover, O., and Fairmont, W. Va., to Niagara Falls, 
Ont., to extent they exceeded or exceed 60 per cent of contem- 
poraneous sixth class rates, minimum visible capacity of cars 
used. No order for future should be entered. 

No. 21199, George E. Breece Lumber Company vs. Santa 
Fe et al. Examiner Riley A. Gwynn. Recommends rates on 
lumber and box shooks, Albuquerque, N. M., to Durango, Colo., 
and Riverside, Cedar Hill, Aztec, Flora Vista and Farmington, 
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N. M., be found not unjustly discriminatory but unreasonable, 
past and present, to extent they exceeded or exceed 38 cents to 
Durango and 43 cents to the other destinations; reparation and 
order for future. 

No. 21196, Lerio Patent Cup Company vs. L. & N. et al. 
Examiner Horace W. Johnson. Dismissal recommended on 
finding not unreasonable rate on carload galvanized steel ice 
cans, Mobile, Ala., to Eagle Pass, Tex. 

No. 21201, Pueblo Bridge & Construction Company vs. Santa 
Fe. Examiner John Davey. Recommends reparation on finding 
rate on lumber, Pueblo, Colo., to Ft. Sumner, N. M., prior to 
December 10, 1928, unreasonable to extent it exceeded rate of 
43 cents contemporaneously maintained on same commodity 
’ from farther distant point to which Pueblo was intermediate, 
but not otherwise unlawful. 

No. 19455, North American Cement Corporation vs. B. & O. 
et al., embracing also a sub number, Same vs. BM. & O. et al. 
Attorney-Examiner George M. Curtis. Recommends rates on 
gypsum rock be found unreasonable, past, present and future, 
to extent they exceeded, exceed or may exceed $2.40 per net ton 
from New Brighton, N. Y., and $2.80 per net ton from Oakfield, 
N. Y., and gypsum producing points grouped therewith, to Se- 
curity and Union Bridge, Md., carloads, minimum 90 per centum 
of marked capacity of cars used. Adjustment of rates to York, 
Pa., should be made in accordance with findings. Reparation in 
No. 19455. 

No. 20951, St. Louis Cooperage Co. vs. B. & O. et al. Exam- 
iner Riley A. Gwynn. Dismissal recommended on finding carload 
shipments of slack, empty wooden barrels, St. Louis, Mo., to 
Lawrenceville, Ill., not misrouted but rate charged inapplicable. 
Rate of 28.5 cents applicable. Defendants should refund over- 
charges of $4.50. 

No. 21292, Brown Paper Mills Co., Inc., vs. Inland Water- 
ways Corporation et al. Examiner Lawrence Satterfield. Dis- 
missal recommended on finding applicable rate charged on 14 
carloads sulphate of alumina, St. Louis, Mo., to West Monroe, La. 

No. 21339, Kendrick Oil Co. vs. Santa Fe et al. Examiner 
Lawrence Satterfield. Complainant entitled to reparation on pro- 
posed finding that rates charged and those applicable on petro- 
leum gas oil, tank car loads, Burkburnett and Borger, Tex., to 
Paducah, Ky., were unreasonable to extent they exceeded 33.5 
cents. No finding for future warranted because rates are in- 
volved in No. 17000, part 4, petroleum and petroleum products, 
and No. 18458, general petroleum investigation. 

No. 21297, Clement F. Sculley vs. Great Northern. Exam- 
iner Harold M. Brown. Recommends reparation on finding that 
correct minimum weight on mixed carload miscellaneous ma- 
chinery, Spokane, Wash., to Garry, Mont., and return, was the 
highest applying to any of articles in carload; proper minimum 
weight, 30,000 pounds; correct charge in each direction, $199.50. 

No. 21191, National Bellas Hess Co., Inc., vs. C. & N. W. et 
al. Examiner Paul A. Colvin. Dismissal recommended on find- 
ing not unreasonable fourth class rate on catalogues, Chicago, 
Ill., to Kansas City, Mo. 


L. & A—L. R. & N. UNIFICATION 


The ways of financiers in the unification of railroads and 
the ways of states in chartering railroad corporations are 
commented on by Commissioner Eastman in a partial dissent 
in finance No. 7076, control and operation of Louisiana & Ar- 
kansas and Louisiana Railway & Navigation Co., in terms 
more interesting than those used by his colleagues in the report 
giving their reasons for permitting the unification of those 
properties. The unification has been approved, by division 4, 
on the terms proposed by the new Louisiana & Arkansas Co., 
a Delaware corporation, with the customary conditions, chief 
of which is that the new corporation shall not dispose of the 
stocks and bonds authorized, in any way, unless and until so 
authorized by the Commission. 


Briefly, the Commission finds that it.will be in the public 
interest for the new Louisiana & Arkansas to acquire the prop- 
erty of the old Louisiana & Arkansas, an Arkansas corporation, 
and of the Louisiana Railway & Navigation Co., a Louisiana 
corporation, and the Louisiana Railway & Navigation Co. of 
Texas, a Texas corporation, and operate the properties under 
leases, that for the Louisiana and Texas corporations for 999 
years. It further approves the financing of the acquisition of 
new stocks and bonds by the new Delaware corporation. The 
new securities consist of $12,000,000 of first mortgage 5 per 
cent series A bonds, $4,000,000 of 5.5 per cent second mortgage 
bonds, $5,000,000 of 6 per cent non-cumulative preferred stock 
of a par value of $50 a share, and not exceeding 100,000 shares 
of common stock without par value. 

In addition, the new company is to assume obligation and 
liability in respect of outstandinng securities of the old Louisi- 
ana & Arkansas, consisting of $2,600,000 of 5 per cent promis- 
sory notes, not exceeding $66,000 and $56,000 of equipment, 
gold, 6 per cent, securities. All these issues are to be used 
in connection with the acquisition of properties and for pro- 
posed additions and betterments of the properties of the L. R. 
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& N. In addition, the L. R. & N. is authorized to exteng its 
line by acquiring the physical properties of the Angola Trang. 
fer Co, the legal name of the car ferry property, by means ot 
which the L. R. & N. for years has been getting its traing back 
and forth across the Mississippi River on its main line betwee, 
New Orleans and Shreveport, La. 

In substance, the transaction is the transformation of the 
Louisiana & Arkansas, at present an Arkansas corporation 
into a Delaware corporation, and the purchase of the L. R. & N. 
from Mrs. Sara Edenborn, widow of the builder of that prop. 
erty, for $10,000,000. She wanted cash or the equivalent out 
of the property. She is to be given $10,000,000 of the bonds 
of the new company, which in turn the syndicate which has 
been carrying on the unification work is to buy for $10,000,000 
Mrs. Edenborn “throws in” the securities of the Texas L. R, g 
N. That throwing in might be called for good measure in New 
England, or lagniappe, in Louisiana. 

Dissenting, Commissioner Eastman files his customary 
declaration that, in his opinion, the Commission is not empovw- 
ered under section 5(2) to authorize an acquisition and contro} 
of this character because, as he sees it, it involves the consgolj. 
dation of the carriers in question into a “single system for 
ownership and operation.” In his judgment that is a congojj. 
dation. So far as the merits of the unification are concerned, 
his is of the thought that it is likely, on the whole, to result ip 
public advantage. The circuitousness of the transaction py 
which Mrs. Edenborn is to obtain cash for her interest, hoy. 
ever, attracts’: Mr. Eastman’s attention. 

“This somewhat circuitous transaction,” says he, “may be 
very profitable to the syndicate. It all depends upon what the 
market values of the new L. & A. bonds and of the securities 
of the L. R. & N. of Texas may prove to be. If the prospects 
of the new L. & A. are as favorable as represented of record, 
there is little, if any, chance of loss to the syndicate and an 
excellent chance of considerable gain from the new L. & A. 
bonds alone.” 

Mr. Eastman points out that when the Commission author. 
ized, in 99 I. C. C. 229, the L. R. & N. of Texas to issue $400,000 
of stock and $750,000 of bonds, its prospects were “painted in 
warm and attractive colors,” while in this record the securities 
were represented more as liabilities than as assets. The 
present record, says he, leaves the Commission almost wholly 
in the dark as to the possibilities of that carrier. 

“It may be that to provide sufficient inducement for rail- 
road unifications,” says Mr. Eastman, “it is necessary to give 
to their promoters opportunities. for speculative profit such as 
that which is here being given to this syndicate. But in view 
of the fact that this is not wholly a transaction at arms’ length 
between independent parties, but in part, a deal between a 
carrier and its own stockholders, I am inclined to think that 
we are entitled to better evidence than has been presented that 
what is proposed is really necessary.” 

Therefore Mr. Eastman said that a better way to have pro- 
ceeded would have been for the Commission to have authorized 
the issuance of the bonds subject to sale at competitive bidding 
in accordance with the provisions of the Commission’s order 
in Ex Parte 54, 56 I. C. C. 487, any proceeds in excess of a 
minimum of $10,000,000 to be used for capital purposes; also 
other provisions for turning the possible syndicate profits to 
the new corporation. 

“One other feature of the transaction,” says the dissent, 
“invites comment, and is not without elements of humor. It 
illustrates the absurdity, in certain respects, of the corporation 
laws of the country.” 

Then he called attention to the fact that the new company 
was a Delaware corporation, authorized, by Delaware, to do 
almost anything its fancy dictated “in all states except Dela- 
ware,” which things include things that the laws of Louisiana 
and Arkansas did not permit. He said it might be supposed 
that the state authorities’ of Arkansas and Louisiana would 
object to this “invasion of their precincts by an alien corpora- 
tion with powers that domestic corporations do not possess.” 
On the contrary, however, he said the governors and regulatory 
commissions of those states had gone on record in favor of the 
“invasion.” 


UNCONTESTED FINANCE CASES 


Report, certificate and order in F. D. No. 7138, (1) authorizing 
the Kansas City, Merriam & Shawnee to operate its line in inter- 
state and foreign commerce and to construct an extension thereof, 
all in Wyandotte and Johnson counties, Kan.; and (2) dismissing 
in part and denying as to the remainder the request for permission 
to retain excess earnings, approved. 

Report and certificate in F. D. No. 7433, authorizing the acquisi- 
tion by the Mountain States Telephone & Telegraph Co. of the tele- 
hone properties of Abram E. Bailey et al., doing business as the 
Boxter Home Telephone Co., approved. 

Supplemental report and order in F. D. No. 6498, authorizing 
the acquisition by the Canadian Pacific of control by modified lease 
of a portion of the line of railroad of the St. Johnsbury & Lake 
Champlain, approved. 

Report, certificate and order in F. D. Nos. 6951, 7015, (1) author- 
izing the Chicago, Springfield & St. Louis Ry. Co. (a) to acquire 
and operate the line of railroad of the Jacksonville & Havana R. 
Co. in Morgan, Cass and Mason counties, Ill., and (b) to operate 
under trackage rights over the line of railroad of the Chicas. 
Burlington & Quincy R. R. Co. hetween Waverly and Jacksonville 
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, Ill; (2). dismissing application for permission to 
in Morgan Covey ings: and (3) authorizing the Chicago, Springfield 
retain Louis Ry. Co. (a) to issue $750,000 of prior-lien mortgage 20 
& ~ er cent gold bonds, $1,500,000 of first equipment and refund- 
year rigage 6 per cent gold bonds, series A, 27,500 shares of common 
ing -, the par value of $5 each, and 16,500 shares of preferred 
stock of the par value of $100 each; (b) to pledge $376,000 of prior- 
stoc mortgage 20 year 6 per cent gold bonds; and (c) to assume 
lier tion and liability in respect of not exceeding $18,894.23 of lease 
pa ter of the Jacksonville & Havana R. R. Co., terms and conditions 

ved. 
prescribed, ond certificate in F. D. No. 7445, authorizing the acquisi- 

by the Northwestern Beil Telephone Co, of the telephone proper- 
ey i J. Earle Rolston and Hulda C. Rolston, approved. 
tes eport and certificate in F. D. No. 7361, authorizing the Missis- 
ippi Central Railroad Co. to abandon operation as to interstate and 
sign commerce, of a branch line of railroad in Forrest and Perry 
., approved. 
counties, Wand eenificate in F. D. No. 7351, authorizing the Missouri 
ific Railroad Co. to abandon a line of railroad in Chicot county, 
= consisting of about 6.269 miles of main track, extending from 
oe sint about 3 miles east of Lake Village eastwardly to Luna Land- 
i and about 0.7 mile of sidetrack appurtenant thereto, approved. 
nB Peport and certificate in F. D. No. 7318, authorizing the Pacific 
Coast Railway Co. to abandon, as to interstate and foreign commerce, 
connecting track laid on the right of way of the Southern Pacific 
Co at Guadalupe, Santa Barbara county, Calif., about 2,320 feet long, 
approved. 7 
d order in F. D. No. 7398, authorizing the Big Creek & 
Tele nect Railroad Co. to issue not exceeding $109,646.31 of capital 
tock of the par value of $100 a share; said stock to be delivered 
ro the Grande Ronde ——— in payment for railroad property, 
rescribed, approved. 
a aA order in F. D. No. 7418, authorizing the Union Term- 
inal Railway Co. to issue not exceeding $650,000, aggregate principal 
amount, of Union Terminal Railway Co. first-mortgage 5 per cent 
90-year gold notes, said notes to be sold at par for cash and the pro- 
ceeds used to purchase a grain elevator and make certain additions 
thereto, conditions prescribed, approved. 


FINANCE APPLICATIONS 


Finance No. 7481. Clinton & Oklahoma Western Railroad Co. 
asks authority to execute a first and refunding mortgage and to issue 
thereunder one registered first and refunding mortgage gold bond 
without coupons for $650,000, bearing 6 per cent interest, and ma- 
turing July 1, 1953, for ogg | to the Atchison, Topeka & Santa Fe 
in satisfaction of applicant’s $500,000 6 per cent first mortgage and 
$400,000 5 per cent second mortgage bonds, owned by the Santa Fe. 

Finance No. 7483. Fairchild & North-Eastern Railway Co. asks 
authority to abandon its line from Fairchild to Greenwood, Wis., 

les. 
a No. 7485. Federal Valley Railroad Co. asks authority 
to issue notes in the sum of $43,557.07, to retire maturing notes. 

Finance No. 7482. Texas & Pacific Railway Co. asks authority 
to cause to be authenticated and delivered $34,000,000 of 5 per cent 
general and refunding mortgage gold bonds, to sell $20,000,000 of the 
bonds at 96% per cent of their principal amount and accrued inter- 
est to Kuhn, Loeb & Co., and to pledge and repledge the remaining 
$14,000,000 of bonds, for short term notes. The applicant says it is 
in need of funds to pay off its outstanding short term indebtedness 
and to provide for its capital requirements in the current year. 

Finance No. 7236. Supplemental application of Chesapeake & 
Ohio Railway Co. for authority to use $8,073,023.97 of proceeds from 
issue and sale of $24,784,000 of refunding and improvement mortgage 
4% per cent -_ bonds to pay off applicant’s promissory notes to 
the Director General of Railroads. 

Finance No. 7486. Port Isabel & Rio Grande Valley Railway asks 
authority to extend its operations to transportation of interstate and 
foreign commerce and thereupon to become subject to the interstate 
commerce act. Applicant owns and operates only line of railroad be- 
tween Brownsville and Port Isabel, Tex. 

Finance No. 7488. Santa Fe, San Juan & Northern Railroad asks 
authority to operate over an existing line from San Ysidro to a point 
near Tilden, N. M., 33 miles, which it has acquired from the Santa 
Fe Northern at receiver’s sale. Authority also sought to build.an 
extension from Tilden to Cuba, N. M., 11 miles, and to operate under 
trackage agreement over Santa Fe Northwestern from San Ysidro to 
Bernalillo, N. M., 23.9 miles. 


SUSPENDED TARIFFS 


In I. and-S. No. 3251, the Commission has suspended from 
March 10, until October 10 schedules in supplement Nos. 35 
and 36 to Toll’s I. C. C. No. 1189. The suspended schedules 
Propose to increase the rates on lumber and articles taking 
lumber rates from Pacific coast points to destinations in Colo- 
tado, New Mexico and Texas when applying via Ogden and 
Salt Lake City, Utah, gateways. The following statement is illus- 
trative, rates being in cents per 100 pounds: 





From Hawley-Truckee Group to Barela, Cole., and Emery Gap, 
N. M., present 43, proposed 52; Dawson, N. M., and Dalbert, Tex., 
present 43, proposed 59. 


In I. and S. No. 3252, the Commission has suspended from 
March 10 until October 10 schedules as published in supplement 
No. 6 to Boyd’s I. C. C. No. A-1899, supplement No. 6 to Santa 
Fe I. C. C. No. 10680, and various other tariffs of agency and 
individual lines’ issue. The suspended schedules propose to 
revise rates on live stock, in carloads, from points west of the 
Mississippi River to eastern points. This revision would gen- 


pind effect increases in rates, of which the following is illus- 
ve: 


city ite, in, carloads, rates, in cents per 100 poun rls “7 ——— 
» 42., ew York, N. Y., present 79, propose ; Cleveland, 
O., present 5814, proposed 61. » ote 


In I. and §g; No. 3253, the Commission has suspended from 
ry 11 until October 11 schedules in Glenn’s I. C. C. No. 
sees and supplement No. 1 thereto, and various other tariffs 
of agency and individual lines’ issue. The suspended schedules 
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propose to revise rates on naval stores from southern points 
to Virginia cities and eastern distinations. This revision would 
cause increases and reductions in rates, of which the following 
is illustrative: 


Rosin, carloads, via all rail, rates in cents per 100 pounds, from 
Jacksonville, Fla., to Richmond, Va., present 28.5, proposed 33; New 
York ry Y., present 39, proposed 42; ston, Mass., present 47, pro- 
pose q 


In I. and S. No. 3254, the Commission has suspended from 
March 10 until October 10 schedules in supplement No. 14 to 
joint tariff Boyd’s I. C. C. No. A-1896 and Jones’ I. C. C. No. 
2081. The suspended schedules propose to establish propor- 
tional import commodity rates on flaxseed, in carloads, from 
the Gulf ports to Fredonia, Kan., and Missouri River cities, 
which represent material reductions from the existing rates 
on such traffic. The following statement of rates being in cents 
per 100 pounds from New Orleans, La., is illustrative: 


To Fredonia, Kans., present 77, proposed 30; Kansas City, Mo., 
present 56, proposed 30; Omaha, Neb., present 60, proposed 37. 

In I. and S. No. 3255, the Commission has suspended from 
March 15 until October 15 schedules as published in Bennetts- 
ville & Cheraw I. C. C. No. A-43. The suspended schedules 
propose to establish “store door delivery” rules covering col- 
lection and delivery of less-carload freight at Bennettsville, 
S. C., to or from places of business or residence of all con- 
signors or consignees within certain specified limits. 

In I, and S. No. 3256, the Commission has suspended from 
March 14 until October 14, schedules in Supplement No. 9 to 
Maine Central, I. C. C. No. C4170. The suspended schedules 
propose increased rates on woodpulp, carloads, from producing 
points in the state of Maine to destinations in northern New 
York. The following are illustrative, rates in cents per 100 pounds: 


From— 
Great Worns,. Me., to Cohoes, N. Yo esccscccccccccecs 
Great Works, Me., to Buffalo, N. Y.........ceeeseees 


COMMISSION ORDERS 


No. 18589 (and Sub. 1), Tomahawk Pulp & Paper Co. vs. 
Canadian National et al. Proceeding reopened for rehearing at 
such time and place as Commission may hereafter direct. 

No. 20300, California Fruit & Produce Co. et al. vs. Santa 
Fe et al. Proceeding reopened for rehearing at such time and 
place as Commission may hereafter direct. 

No. 19865, Turner Marble & Granite Co. vs. Atlantic Coast 
Line et al. This proceeding has been reopened for further 
hearing at such time and place as Commission may hereafter 
direct in connection with hearing in No. 21896, Turner Marble 
& Granite Co. vs. Atlantic Coast Line et al. 

Finance No. 7353, application of Long Island for certificate 
to abandon a portion of its Whitestone branch in Queens county, 
New York. City of New York permitted to intervene. 

No. 21454, Otis Gin Warehouse Co. et al. vs. Alabama & 
Vicksburg et al. Fulton Bag & Cotton Mills permitted to inter- 
vene. 

No. 21780, Kistler Leather Co. et al. vs. Pittsburgh, Shawmut 
& Northern. Buffalo & Susquehanna Railroad Corporation per- 
mitted to intervene. 

No. 21862, Iroquois Pulp & Paper Co. vs. Delaware & Hud- 
son et al. International Paper Co. and Ticonderoga Pulp & 
Paper Co. permitted to intervene. 

No. 21811, Merchants’ Association of New York et al. vs. 
American Railway Express Co. et al. Nebraska State Railway 
Commission permitted to intervene. 

Finance No. *7402, application of St. Louis-San Francisco 
for certificate to abandon lines of railroad in counties of Stod- 
dard, Dunklin, New Madrid and Pemiscot, Mo. Stoddard county, 
Missouri, and J. Y. Aslin et al., judges of county court of Stod- 
dard county, Missouri, permitted to intervene. 

Finance No. 7403, application of Missouri Pacific for cer- 
tificate to construct a connecting track in city of Fort Smith, 
Ark. St. Louis-San Francisco permitted to intervene. 

No. 21468, Jensma Creamery Co. et al. vs. Santa Fe et al. 
Los Angeles Creamery Co. and Golden States Milke Products 
Co. permitted to intervene. 

Finance No. 7413, application of South Plains & Santa Fe 
for certificate to construct a line of railroad between Seagraves, 
Tex., and Lovington, N. M. Board of City Development of 
Lubbock, Tex., Phillips Petroleum Co. and Skelly Oil Co. per- 
mitted to intervene. 

No. 19910, Montello Granite Co. vs. Minneapolis, St. Paul 
& Sault Ste. Marie et al. Complainant’s petition for reargument 
and reconsideration denied. 

No. 18924, New River Coal Operators’ Association vs. Chesa- 
peake & Ohio et al. Petition and supplemental petition of com- 
plainants and intervener, Castner, Curran & Bullitt, Inc., for 
rehearing, reconsideration and reargument denied. 

No. 18731, Brunswick-Balke-Collender Co. vs. Pere Marquette 
et al. and No. 18872, Same vs. Michigan Central et al. Com- 
plainant’s petition for reargument denied. 


28.5 30.5 
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No. 20428, Saco-Lowell Shops vs. New Haven. Defendants’ 
petition for rehearing and reargument denied. 

No. 16078 (and Sub. Nos. 1 to 4, incl.), Waggoner-Gates Mill- 
ing Co. vs. Santa Fe et al. Complainant’s petition for rehearing 
or reargument denied. 

No. 20357, Brown Cracker & Candy Co. vs. Missouri-Kansas- 
Texas et al. Defendants’ petition to consolidate this case with 
Nos. 20817, Minnesota & Ontario Paper Co. vs. Missouri Pacific 
et al. No. 20677, Escanaba Paper Co. vs. Abilene & Southern et al., 
and No. 20917, Wisconsin Paper & Pulp Manufacturers ’Traf- 
fic Association vs. Chicago & North Western et al., denied. 

No. 19839, Fall River Chamber of Commerce et al. vs. New 
England Steamship Co. Complainants’ petition for reopening for 
purpose of supplementing the record with additional evidence, 
denied. 

No. 20044, Plunkett-Jarrell Grocery Co. et al. vs. Santa Fe 
et al. Defendants’ petition for reopening, reconsideration and 
vacation of orders, and for dismissal of complaint, denied. 

No. 20184, National Bellas Hess Co. vs. Long Island et al. 
Complainant’s petition for reconsideration denied. 

No. -21851, McChord Radiator & Manufacturing Co. vs. Aber- 
deen & Rockfish et al. Defendants’ motion to dismiss complaint 
denied. 

No. 20641, Woodsum Coal Co. vs. New Haven et al. Com- 
plainant’s petition for oral hearing denied. 


No. 18161 (and Sub. 1), Sinclair Oil & Gas Co. vs. Rock 
Island et al. Complainants’ petition for reopening and reconsid- 
eration upon record as made and/or rehearing and/or reargu- 
ment before entire Commission denied. 

No. 20068, Hardaway Contracting Co. vs. Seaboard Air Line 
et al. Complainant’s petition for reargument denied. 

Finance No. 5041, construction of east coast lines by Sea- 
board-All-Florida, and cases grouped therewith. The time pre- 
scribed in said certificate and order, as extended, within which 
the Seaboard-All Florida shall complete the construction of 


the line above mentioned, has been further extended to April - 


1, 1930. 

No. 21665, North Carolina Corporation Commission vs. Akron, 
Canton & Youngstown. The American Cotton Manufacturers’ 
Association and Cotton Manufacturers’ Association of North 
Carolina permited to intervene. 

No. 21916 (and Sub. Nos. 1 and 2), the O. A. Smith Agency, 
Inc., vs. Arkansas Valley Interurban et al. The Creamery 
Package Mfg. Co. and Quincy North Star Co. permitted to inter- 
vene. 

No. 21811, Merchants’ Association of New York et al. vs. 
American Railway Express Co. et al. Railroad and Warehouse 
Commission of State of Minnesota permitted to intervene. 


No. 21624, Hinde & Dauch Paper Co. vs. Akron, Canton 
& Youngstown et al. Carlyle Paper Co. permitted to intervene. 

No. 16495, in the matter of divisions of freight rates in 
eastern group, excluding New England. Proceeding of inves- 
tigation discontinued. 


No. 16613 (and Sub. 1), State of Colorado and Public Utili- 
ties Commission of State of Colorado vs. Santa Fe et al., and 
No. 16614, State of Colorado and Public Utilities Commission 
of State of Colorado vs. Santa Fe et al. The order of 
September 29, 1928, as modified by orders of November 
17, 1928, and February 18, 1929, which is now effective March 
19, 1929, on fifteen days’ notice, has been further modified only 
in so far as it affects rates covered by No. 16613 (Sub. 1), 
namely, rates charged for transportation of potatoes, in carloads, 
from Grand Forks, N. D., and points in Red River Valley dis- 
trict grouped therewith, so as to become effective May 19, 1929, 
upon notice to this Commission and to the general public by 
not less than 30 days’ filing and posting in manner prescribed 
in section 6 of the interstate commerce act. 

No. 18554, Wyeth Hardware & Manufacturing Co. et al. vs. 
Alton & Eastern et al. The order entered in this proceeding~ 
on January 15, 1929, which was by its terms made effective sn. 
April 5, 1929, on 30 days’ notice, has been modified so that it 
will become effective on April 5, 1929, on 5 days’ notice, instead 
of 30 days’ notice. 

No. 21869, Evaporated Milk Association vs! Aberdeen & 
Rockfish et al. The New York Transit Co. dismissed as party 
defendant hereto. 

I. & S. No. 3101, changes in officid]l, southern and western 
classifications. Petition for reconsideration on behalf of Na- 
tional Association of Waste Material Dealers, Inc., denied. 

No. 14687, Apache Powder Co. vs. Arizona Eastern et al. 
The order entered herein on January 7, 1929, which by its present 
terms is to become effective April 15, 1929, has been modified 
so that it will become effective May 15, 1929, instead. 

I. & S. No. 3151, fertilizer and materials, including cotton- 
seed cake, meal and hulls, between Mississippi Valley territory 
and points north of the Ohio river, and-I. & S. 3223, fertilizer 
and materials, including cottonseed cake, meals and hulls, be- 
tween Mississippi Valley territory and points north ef Ohio 
river. The order entered herein on March 14, 1929, has been 
modified so that it will become effective May 31, 1929, instead. 
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No. 21977, Dewey Portland Cement Co. vs. Santa Fe ge al 
Ash Grove Lime & Portland Cement Co. permitted to intervene 
I. & S. No. 3114, Cyanamid and Crude Cyanide from Nigg,.. 
Falls, Ont., to Eastern Trunk Line, New England and ¢, p 
points and Virginia cities, and I. & S. 3187, cyanamiq and 
cyanide from Niagara Falls, Ont., to certain eastern and New 
England cities. The above-entitled proceedings are reope 
for further argument at Washington, D. C., on April 5, 1929 a 
10 o’clock a. m., standard time; and the effective date of 'the 
order heretofore entered in these proceedings on January 2) 
1929, has been indefinitely postponed. ‘ 

Fourth section application 13526, grain and grain Products 
from points in Oklahoma. Petition filed by Security Rlevato, 
Co., Farmers Elevator Co. and George E. Gano, for Modification 
of fourth section order 9918, grain and grain products from 
points in Oklahoma, entered therein September 17, 1928, denied 

Finance No. 50438, stock of Alton & Eastern. The first order. 
ing paragraph of Commission’s order of October 20, 1925, has 
been amended to read as follows: “It is ordered, That the 
Alton & Eastern be, and it is hereby, authorized to issue $499 
of common capital stock, consisting of 4 shares of the par value 
of $100 each, to be sold at par as directors’ qualifying shares,” 

No. 21755, McGrath Sand & Gravel Co. vs. Santa Fe et al. 
Automatic Gravel Products Co., the Clinton Manufacturers’ ¢ 
Shippers’ Association, and Hahn Bros. San & Gravel Co. per. 
mitted to intervene. 

No. 21808, Michigan Canners’ Association vs. Ann Arbor 
et al. Illinois Canners’ Association permitted to intervene. 

No. 21773, Pine Bluff Grain Exchange et al. vs. St. Louis 
Southwestern et al. Chamber of Commerce of Shreveport, La, 
permitted to intervene. 

No. 21928, Standard Oil Co. (Ky.) vs. Southern. Gaines. 
ville-Midland (Gordon C. Carson and W. B. Veazey, receivers). 
Gainesville Midland (Gordon C. Carson and W. B. Veazey, re- 
ceivers), permitted to intervene. 

No. 21902, Iroquois Pulp and Paper Co. vs. Canadian Na- 
tional et al. West Virginia Pulp and Paper Co., International 
Paper Co. and Ticonderoga Pulp & Paper Co. permitted to inter- 
vene. 

No. 21804, O. A. Smith Agency, Inc., vs. Atlantic Coast Line 
et al. Seaboard Air Line permitted to intervene. 

No. 21850, August Sinner et al. vs. Santa Fe et al. Shell 
Petroleum Corporation permitted to intervene. 

No. 21779, O. A. Smith Agency, Inc., vs. Atlantic Coast Line 
et al., and No. 21757, O. A. Smith Agency, Inc., vs. Atlantic 
Coast Line et al. Seaboard Air Line permitted to intervene. 

Finance No. 7438, application of Colorado Railroad for a 
certifiate to construct a line of railroad in Larimer county, 
Colorado, and of the Colorado & Southern for authority to 
acquire control of said line of railroad. Union Pacific permitted 
to intervene. 

No. 21838, West Kentucky Coal Bureau vs. Illinois Central 
et al. Midwest Coal Traffic Bureau permitted to intervene. 


No. 21032, Interstate Commerce Commission vs. Baltimore 
& Ohio. Mayor and City Council of Baltimore and Port De 
velopment Commission of City of Baltimore permitted to inter- 
vene. 

No. 21916 (Sub. 3), O. A. Smith Agency, Inc., vs. Arkansas 
Valley Interurban et al. Creamery Package Mfg. Co. and Quincy 
North Star Co. permitted to intervene. 

No. 21547, Texas Hardware and Implement Dealers’ Asso- 
ciation et al. vs. Alabama & Vicksburg et al. Dallas Chamber 
of Commerce, John Deere Plow Co., the Southern Rock Island 
Plow Co., the Southern Plow Co. and B. F. Avery &, Sons per 
mitted to intervene. 

No. 21875, H. H. Robertson Co. vs. Alabama Great Southern 
et al. Philip Carey Co. permitted to intervene. 

No. 21755 (Sub. 1), Moline Consumers Co. vs. Burlington 
et al. Missouri Gravel Co. permitted to intervene. 

No. 21603, Arizona Corporation Commission et al. vs. Santa 
Fe et al. San Diego Chamber of Commerce and Harbor Com- 
mission of San Diego permitted to intervene. 

No. 21678, Business Protective Association vs. Baltimore & 
Ohio. Mayor and City Council of Baltimore permitted to inter 
vene. 

No. 21918, Los Angeles Chamber of Commerce vs. Southern 
Pacific et al. Oakland Chamber of Commerce permitted to 
intervene. 


COMMISSION REPORTS 


(Continued from page 640) 

subject to Rule 34. New rating to be made effective not later 
than May 1. 

No. 20901, Hyman-Michaels Co. vs. Seaboard Air Line et al. 
By division 4. Reparation of $309.85, with interest, awarded 
on account of inapplicable charges on three carloads of com 
tractors’ outfits from Lake Workth, Fla., to St. Louis, Mo. AP 
plicable rate $1.685. 

No. 20290, McInnis Chevrolet Co. vs. Louisiana Railway & 
Navigation Co. By fivision 5. Complaint dismissed. Demur 











4 


SHatr eo ws 


wo et ot oA &. OO 


oa 


we 


mm et 42eo eet 4, Oe bed 


i: nia a in a! i le 











March 16, 1929 


n automobiles from St. Louis, Mo., and Detroit, 
rage coe { Baton Rouge, La., found applicable. 
Mich., held a B 

No. 20939, Hyman-Michaels Co. vs. Seaboard Air Line. By 

vision 3. Complaint dismissed. Shipments of old steel rails 
we angle bars or splices, River Junction, Fla., to Brooksville, 
ris. which originated at Boyles and Flomaton, Ala., and Russell- 
ville and Guthrie, Ky., and moved to River Junction as company 

aterial, found to have moved in interstate commerce and 
a licable rates found not unreasonable. 
app No. 21027, Missouri Portland Cement Co. vs. Illinois Central 
et al. By division 4. , Reparation of $15.51, with interest, 
awarded on finding rate on carload sand, Memphis, Tenn., to 
Taylor, Miss., inapplicable. Applicable rate, $1.27. Commis- 
sioner Woodlock concurred. : 

No. 21024, L. L. Buchanan, trustee in bankruptcy for Florida 
Rock Products Co. vs. Seaboard Air Line et al., embracing also 
No. 21065, Southern Paving Construction Co. et al. vs. A. C. L. 
et al., and No. 21102, Austin-Western Road Machinery Co. vs. 
A.C. L. et al. By division 4. Carload rates on road rollers, 
road graders, scarifiers, power shovels, and parts thereof, a 
locomotive crane and parts thereof, and on a concrete mixing 
machine and freight trailer truck, n. o. i. b. n., points in Illinois, 
Florida, Tennessee, Indiana, Virginia, Ohio, South Carolina, 
Alabama, and Merritton, Ont., to destinations in Kentucky, Mis- 
sissippi, Alabama, and Florida, inapplicable. Respective class 
N and class L rates were applicable. Complainants entitled to 
reparation. Commissioner Woodlock concurred. 

No. 21016, Birmingham Oil Mill, Inc., vs. L. & N., embracing 
also a sub number, Southern Cotton Oil Co. vs. Same. By 
division 4. Birmingham Oil Mill, Inc., entitled to reparation of 
$273.11, with interest, and Southern Cotton Oil Co., $58.84, with 
interest, on finding unreasonable rates on cotton seed to extent 
they exceeded rates of 18.5 cents from Graceville, Fla., to 
Birmingham, Ala., 21.5 cents from Cottondale, Fla., to Mont- 
gomery, Ala. 

No. 20785, Red Wing Millwork Co. vs. C. M. St. P. & P. 
et al. By division 4. Complaint dismissed on finding applicable 
and not unreasonable rate on mixed carload doors, building 
woodwork, and lumber, Red Wing, Minn., to Flint, Mich. 

No. 20931, John Amicon Brothers et al. vs. B. & O. et al. 
By division 4. Baltimore & Ohio misrouted certain carload and 
less-than-carload shipments dried onions, canned spinach and 
dried fruits, New York, N. Y., to Williamson, W. Va. Repara- 
tion, with interest, awarded as follows: John Amicon Brothers, 
$19.20; Amicon Fruit Company, $38.48; Tug River Grocery Com- 
pany, $1, and Williamson Grocery Company, $1.57. Commis- 
sioner Woodlock dissented. 

No. 20219, Allied Contractors, Inc., vs. C. & N. W. et al. 
By division 4. Reparation of $119.12, with interest, awarded 
on finding rate on carload dredging machine and parts, Broad- 
view, Ill., to Florence, Neb., not shown to have been unreason- 
able or unduly prejudicial but shipment misrouted by Illinois 
Central, and complainant damaged to extent charges collected 
exceeded those that would have accrued at 48-cent rate con- 
temporaneously applicable over Illinois Central to Omaha, plus 
a switching charge of $6.30. 

No. 20994, F. J. Lewis Manufacturing Company vs. B. & O. 
By division 4. Complaint dismissed on finding not unreason- 
able rate and minimum weight on fuel pitch, Dover, O., to Bal- 
timore, Md., for export. 

No. 19731, Omar Leach vs. Santa Fe et al. By division 4. 
Carload onions, Eagle Pass, Tex., to Roswell, N. M., misrouted 
by G. H. & S. A. Reparation of $79.69, with interest. 

No. 20922, A. P. Brewer Lumber Company vs. C. R. I. & P. 
et al. By division 4. Reparation of $20.56, with interest, 
awarded on finding inapplicable rate on carload lumber, Beale, 
La., to Omaha, Neb. Applicable rate, 44.5 cents. Commissioner 
Woodlock concurred. 

No. 19534, Sheppard W. King vs V. S. & P. et al. By divi- 
sion 8. Complaint dismissed because barred by statute of limi- 
tations. Alleged unreasonable rates on cotton, carloads, and 
less-than-carloads, Arcadia, Simsboro and Bienville, La., con- 
centrated in transit at Ruston, La., and reshipped to New Or- 
leans, La., Galveston, Tex., San Francisco, Calif., and Tacoma 
and Seattle, Wash., for export. 

No. 20889, Central Commercial Co. vs. Santa Fe et al. By 
division 4. Reparation of $340.59, with interest, awarded on 
finding rate on sugar, San Francisco and Crockett, Calif., to 
Flagstaff, Ariz., unreasonable to extent it exceeded 77 cents. 

No. 20875, S. J. Groves & Sons Co. vs. F. E. C. et al. By 
division 4. Reparation of $458.70, with interest, awarded on 
finding class N rate applicable beyond Jacksonville, Fla., on one 
traveling crane, Blythedale, Mo., to Ramrod Key, Fla. Com- 
missioner Woodlock concurred. 

No. 18428, Northwestern Fruit Exchange vs. Erie. By divi- 
sion 4. Complaint dismissed on finding applicable demurrage 
charges collected at Elmira, N. Y., on apples originating at 
points in Washington. 

No. 20842, Carpenter Paper Co. vs. C. & A. et al. By divi- 
sion 4. Complaint dismissed on finding not unreasonable rate 
on carload paper pulpboard, Indianapolis, Ind., to Omaha, Neb. 
No. 20496, Simmons Co. vs. C. & N. W. et al. By division 
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4. Complaint dismissed on finding applicable rate on two car- 
loads mattresses, Kenosha, Wis., to San Francisco, Calif.; 
eight carloads Kenosha to Seattle, Wash., and San Francisco 
and Los Angeles, Calif., undercharged. Second class rate of 
$4.43, minimum 10,000 pounds, subject to rule 34, applicable. 
Mattresses held subject to cotton mattress rating. Commis- 
sioner Eastman, dissenting, held rates on “mattresses, up- 
holstered box spring,” were applicable. 

No. 16134, Interstate Refineries, Inc., et al. vs. Santa Fe et 
al. By division 3. Complaint dismissed on finding not unrea- 
sonable or unduly prejudicial rates on crude, fuel and gas oils, 
carloads, points in mid-continent field in Kansas and Oklahoma 
to Kansas City, Mo.. Followed Haydite Co. vs. A. T. & S. F., 132 
I. C. C. 132. 

No. 20364, Olive Hill Limestone Co., Inc., vs. C. & O. et al., 
embracing alsotwo sub numbers, Same vs. Same and Same vs. 
B. & O. et al. By division 5. Complainant entitled to repara- 
tion on finding rates on crushed stone, Atlas, Ky., to certain des- 
tinations in West Virginia inapplicable; rates to other destina- 
tions applicable; applicable rates unreasonable. Shipments to 
Rainelle and Rupert, W. Va., and one to Clay Court House, W. 
Va., subsequent to July 25, 1927, were overcharged; present 
rates not unreasonable; applicable rates unreasonable to extent 
they exceeded $2.15 to Rainelle and Rupert, $1.70 to Dana, $1.80 
to Cedar Grove, $1.90 to Falls View, $1.80 to Clendennin, and 
$1.95 to Clay Court House. Commissioner Farrell, concurring in 
part, unable to concur in finding that $2.81 was rate legally 
applicable to Rainelle and Rupert for reasons stated in No. 
21078, Lehigh Portland Cement Co. vs. C. & O. et al. 


PETITIONS FOR REHEARING, ETC. 


No. 19786, Arnold Fruit Co., Inc., et al. vs. Burlington et al. 
Complainants ask for reopening and reconsideration therein and 
that proceeding be held in abeyance for facts and decision in 
No. 20769, Western Refrigeration Case. 

No. 21902, Iroquois Pulp and Paper Co. vs. Canadian Na- 
tional et al. Defendants, Boston & Maine, Delaware & Hudson, 
and Greenwich & Johnsonville, ask for dismissal of complaint 
on ground of lack of jurisdiction on part of Commission to 
entertain said complaint or to make any order or orders as 
prayed for therein. 

No. 17586, Leonard, Crosset & Riley vs. Santa Fe et al. 
Defendants have filed a third petition for reopening and re- 
consideration on present record, and for reargument. 

No. 19999, Automatic Gravel Products Co. et al. vs. Bur- 
lington, Muscatine & Northwestern et al. Burlington, Musca- 
tine & Northwestern asks for modification of order and post- 
ponement of effective date therein. 


No. 19585 (and Sub. 1), Liberty Cooperage & Lumber Co. 
vs. Pennsylvania et al. Complainant asks for reopening for 
reconsideration and additional evidence to be submitted therein.e 

No. 16747, and related cases, George W. Pyott Sand & 
Gravel Co. vs. Santa Fe. Complainants and interveners ask 
for rehearing, reconsideration and/or amendment. 


No. 15474, Charles Wolff Packing Co. vs. Arkansas Western 
et al. Charles Wolff Packing Co. asks for modification of Com- 
mission’s fifth supplemental order. 

No. 18267, Wisconsin Lime & Cement Co. vs. Santa Fe et al. 
Complainant asks for rehearing, reconsideration and consoli- 
dation with Pyott Sand & Gravel Co. vs. Santa Fe et al. No. 
16747. 

No. 18898, Clark & Lewis Co. et al. vs. Clyde Steamship 
et al. Complainants and intervener herein ask for reopening 
and reconsideration therein. 


No. 19056, B. B. Browne Produce, Inc., et al. vs. Florida 
East Coast, and No. 19639, Peninsula Product Exchange vs. 
Baltimore, Chesapeake & Atlantic et al. Complainants ask for 
reopening and reconsideration on question of reparation therein. 

No. 18090, Swift & Co. vs. Milwaukee et al. Defendants, 
Northern Pacific and Great Northern, ask for modification of 
Commission’s order of February 1, 1929. 


No. 15234, in the matter of divisions of freight rates in 
western and mountain-Pacific territories. Southwestern Lines 
ask for rehearing, reargument and reconsideration. 

No. 20672 (and Sub. 1), Interstate Commerce Commission 
vs. Kansas City Southern. Waco, Beaumont, Trinity & Sabine 
and all of the other interveners who joined in its intervention 
herein ask the Commission to require the Kansas City com- 
pany and Missouri company from their records and from the 
knowledge of their officers, agents, and directors, to file state- 
ments with the Commission showing what interest or connec- 
tion, if any, Kuhn, Loeb & Co. hold or exert in the two re- 
spondent companies. 

No. 14898, Memphis Freight Bureau et al. vs. Alabama 
Great Southern et al., No. 16074, Crescent Bed Company, Inc., 
vs. Alabama & Vicksburg et al., and No. 18136, Jackson Traffic 
Bureau vs. Alabama & Vicksburg et al. Defendants herein ask 
the Commission to modify the orders heretofore entered therein, 
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A Modern “Camino Reale”— 
or “King’s Highway” of Traffic 


N the ancient days of Spanish romance and glamor, the 
main traveled roads throughout the royal domain were 
known as ‘El Camino Reale’’—meaning “The Highway 

of the King."” In comparison with our modern arteries of 
transportation they would be considered sorry excuses and 
many would be the “‘malediciones’’ heaped upon them. 


Time and custom, however, bring about great changes. 
Not only in the Old World but particularly in the New 
World, the wonders of steam and electricity have revolu- 
tionized travel and the rapid transit of commodities. 
Powerful steam or electric locomotives literally “swish” lux- 
urious passenger trains and freight trains of half-mile 
length from the Atlantic to the Pacific—from the Great 
Lakes and the Canadian boundary line to the Mexican 
border or the Gulf of Mexico. 


As will be seen from the map on the opposite page, the 
route of the Norfolk and Western Railway is one of the most 
important in the great transportation network of the 
nation. From Norfolk, Va., ““The Worlds’ Greatest Natural 
Port,”’ to the throbbing hives of industry in the Midwest, 
its double-track system traverses a portion of the country 
that is rich in resources of every kind—and equally rich in 
the history and fine traditions that have brought forth a 
great nation. Here is a modern “Camino Reale” in every 
sense of the term; a shining steel highway, equipped for the 
safe, rapid, economical and efficient transportation of king 
or subject, the priceless luxuries of royalty or the bulky 
necessities of the world. 


In “key” cities from New York in the East to Denver 
and Salt Lake City in the West; from Boston and Minne- 
apolis in the North to Jacksonville and Oklahoma City in the 
South, are experienced representatives of the Norfolk and 
Western Railway's Freight Traffic Department. They will 
appreciate an opportunity to aid you in your transportation 
problems. 


NORFOLK AnD WESTERN 
RAILWAY 


nei al 
WOOCaa 
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which by their terms were to become effective August 22, 1928, 
so that they will become effective September 22, 1929. 

No. 18730, Board of Railroad Commissioners of State of 
South Dakota vs. Santa Fe et al., and No. 18787, Board of Rail- 
road Commissioners of State of Iowa vs. Santa Fe et al. De- 
fendants ask for postponement of effective date of order, rear- 
gument and reconsideration by entire Commission. 

No. 18991, Flynn, Welch & Yates vs. Santa Fe et al. Com- 
plainant asks for rehearing and modification of order of the 
Commission. 

No. 20495, Columbus Packing Co. vs. Burlington et al. 
plainant asks for rehearing. 

No. 12357, Ogden Packing & Provision Co. vs. Denver & 
Rio Grande, Director-General, et al. Complainant asks for re- 
consideration and rehearing. 

No. 18729, Domestic Milling Co. et al. vs. Chicago & Alton. 
Complainants ask for reopening and reconsideration therein 
concerning defendant’s refusal to pay interest, on straight over- 
charges, which refusal division 1 found not unreasonable or 
otherwise unlawful. 

No. 17132 (Sub: 1), Georgia Peach Growers’ Exchange et al. 
vs. Alabama Great Southern et al. The Georgia Peach Grow- 
ers’ Exchange and the individual complainants and interveners 
in No. 17132 (Sub. 1) ask the Commission to vacate and set 
aside its findings and order therein entered on February 12, 
1929, and to reopen the proceeding for the taking of further 
evidence. 

No. 19734, Sinclair Refining Co. vs. Fort Worth & Rio Grande 
et al. Complainant asks for rehearing, oral argument and re- 
consideration. 

No. 18017, A. C. Dutton Lumber Corporation vs. New Haven. 
New Haven, defendant herein, asks for reopening for purpose 
of reargument therein before full Commission. 

No. 19146, Knoxville Freight Bureau et al. vs. Southern et 
al., and portions of Fourth Section Applications Nos. 1563, 1572, 
1478, 1479, 1747, 1837, 3965, 2045, 1952, 1561 and 1548. Defend- 
ants ask for extension of effective date of the order in this case, 
so that the rates will become effective on May 25, 1929, on 
statutory notice. 

No. 17159, Southern Kansas Grain and Grain Products As- 
sociation vs. Rock Island et al. Board of Trade of Kansas City, 
intervener herein, asks for rehearing. 





Com- 


ALLEGED GRAIN OVERCHARGES 


Alleging that division 1, in its decision in No. 18729, Do- 
mestic Milling Co. et al. vs. Chicago & Alton et al., 148 I. C. C. 
680, alleged overcharges on transited grain, had erred in its 
findings of fact and therefore erred in its conclusions of law, 
F. Gordon Willis has asked for a reopening and reconsideration 
on behalf of the complainants. In-his petition he declares that 
if the decision, written by. Commissioner McManamy, is allowed 
to stand, it will be at variance with the Commission’s decisons 
over a period of many years, and without precedent. 

The point in the complaint is that the complainants believe 
that when the railroads refund charges on transited grain they 
should pay interest on the money collected from the shippers 
and then returned to them because in excess of the amount due. 
The Commission found that the refusal of the Alton to pay 
interest on the amount due the complainants on account of 
what it called transit adjustments and which the complainants 
contended were overcharges in violation of section 6 was not 
unreasonable or otherwise unlawful. 


Commissioner McManamy treated the delay in making the 
so-called adjustment as necessary by reason of the fact that 
the grain that had been transited at Kansas: City did not move 
to that point over the Alton. He said that since the defendant 
promptly refunded the charges upon the complainants’ showing 
that they had complied with the transit rules, there was no 
reason to assume that there would have been any undue delay 
in readjusting the charges if the complainants had shown that 
they had complied with the transit rules at the time of the 
movement instead of waiting a year or two thereafter. 

The complainants, in their petition for reopening and re- 
consideration, allege that the defendant’s records and shipping 
documents contained all of the proof necessary to show that 
the charges collected were in excess of the legal tariff schedules 
upon delivery of the shipments and the payment of the charges 
alleged to have been in violation of section 6. They assert that 
the defendant was duty bound to adjust the charges to the 
basis authorized by the transit tariff when the shipments moved 
forward from the transit points. They said that apparently 
the defendant had led division 1 to believe that it was lawfully 
entitled to collect certain charges in excess of the through rates 
authorized by its tariffs and then to withhold the refunding 
of the excess until the shipper demanded such refunds and 
proved to the defendant’s satisfaction that the documents which 
were submitted at the time of reshipment and the tariffs justi- 
fied the refund. Petitioners suggested that if that were sound 
law, the defendant would not refund any overcharge until the 
shipper demanded it and would pay no interest whatever. 

In substance the claim is that the defendant, at the time 
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the shipments from the transit points were made, knew that 
it was holding money belonging to the complainants ang Was: 
bound to return the excess promptly or to pay interest jg it 
did not. 

Based on the decision, said the complainants, at least on 
carrier, the Union Pacific, was demanding that interest hereto. 
fore paid on overcharges on grain products milled from grain 
in transit be refunded to it. The Chicago & Alton, from the 
time the shipments from transit points were made, haq in its 
possession original documents showing that charges in exces. 
of those due under the tariffs had been collected, the Petition 
alleges. As indicating that the defendant knew, from the time 
the shipments were made from the transit points, that there 
were overcharges outstanding, the petition pointed to the deg 
laration in Tyson & Jones Buggy Co. vs. A.& A, 17 LOG 
330, that undercharges were promptly discovered by the ace 
counting departments of the carriers and that “with equal 
facility overcharges are also detected by the accounting 
officers.” 


SAND, GRAVEL, AND STONE 


In the opinion of the examiner, as expressed when the 
hearing as to southern Illinois sand, gravel and crushed stone 
rates convened at Chicago before Examiner Fuller March 12, it 
should prove possible to settle most of the issues involyeg 
under the conference plan adopted some months ago. ; 

Three cases are joined in the proceeding, the Commissigg 
having instituted on its own motion an investigation as to rates 
in the territory in docket 21939, sand, gravel and crushed stone 
from Indiana and Illinois points to destinations in Illinois (geg 
Traffic World, Mar 2, page 520). I. &. S. 3093, sand, gravel 
and crushed stone from Indiana points to destinations in I 
nois, and docket 21372, Ohio and Indiana Stone Company and 
others against the Big Four and others, are the other two cages, 

Examiner Fuller said he thought the principal difficulties 
that had prevented settlement of the issues to date, as a regult 
of the numerous conferences held, were that the committegs 
appointed to draw up a compromise adjustment had been top 
large and that the issues were not broad enough. The latter 
difficulty had been taken care of by the institution of the ir 
vestigation by the Commission, he thought, and, in recognition 
of the other, new committees were appointed. E 

With reference to the adjustment on the line of the T, BR 
& W., brought in issue in docket 21939, it was agreed that com 
sideration of that should be limited to the line of the T. P. &W. 
from Peoria and east. 

A general committee appointed to work out the adjust 
ment in southern Illinois was composed as follows: (Illinois 
shippers) E. L. Maynard, Brownell Improvement Company, Chi 
cago; W. R. Sanborn, Lehigh Stone Company, Kankakee; John 
Columbia Quarry Company, St. Louis, and Cecil A. Jones, Aurora 
Stone Company, Aurora; (Indiana shippers) E. G. Sutton, Neal 
Werner, Charles Stone Company, Mt. Vernon; H. G. Wilson, 
Columbia Quarry Company, St. Louis, and Cecil A. Jones, Anna 
Stone Company, Anna; (Indiana shippers) E. G. Sutton, Neal 
Gravel Company, Mattoon; F. B. Holden, Ohio and Indiana 
Stone Company, Indianapolis, and N. E. Kelb, Ohio and Indiana 
Stone Company; (carrier representatives R. L. Anderson, Illi 
nois Central; E. R. Pister, Big Four; M. A. Smith, C. & E. 1, 
and L. A. Sackbauer, Missouri Pacific. 

The following committee was appointed to work out the 
adjustment along the line of the T. P. & W.: Messrs. Maynard 
and Sanborn and L. A. Berhle, Chicago Gravel Company, Chi 
cago, for Illinois; Messrs. Sutton and Holden and W. H 
Sanders, Western Indiana Gravel Company, Lafayette, for 
Indiana, and carriers as follows: C. & E. I., C. M. St. P. & P, 
Illinois Central, C. & A., Big Four, Wabash, Pennsylvania and 
tT. ©. & W. 

Immediately following the appointment of the committees, 
that. to consider the situation along the line of the T. P. & W. 
went into session and on March 13, having reached agreement, 
with exception of a few items of minor importance, stipulated 
the agreed rates into the record, to become effective January 
1, 1930. Certain modifications of the existing adjustment t 
take effect immediately were also provided for. E 

The committee to deal with the southern Illinois situation 
began work March 14. The proposals of both committees are 
to be presented to a final conference of all those interested 
March 25, when a meeting wili be held at the Hotel Shermal, 
Chicago. The date for the final conference was originally sé 
for March 21, but was later changed. In the event it is not 
possible to reach agreement as to all the issues involved, 4 
formal hearing as to them will be held immediately followiné- 


CHANGES IN DOCKET 
I. and S. 3227 (second supplemental order)—cores, paper 
winding, returned to New England paper mill points—was set for 
hearing March 13 in New York. R 
Hearing in No. 21653, Colonial Iron Co. vs. A. & A. BR. : 
et al., assigned for March 13, at New York, N. Y., before Exam 
iner Simmons, was canceled. 
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sHEET METAL: + OR SHUT-DOWN? 


ECENTLY a large plant 

in a Middle Western town 
was threatened with a shut-down, 
caused by a shortage of sheet 
metal. Even a day’s shut-down 
would have meant thousands of 
dollars’ loss. 


The Pennsylvania Railroad 
promptly sped through two car- 
loads of sheet metal from an 
Eastern City, making record time 
and saving the day for the factory. 

It is this cooperation between 
railroads and shippers which is so 
important to the new business 
strategy. The quickness and de- 
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pendability of modern freight 
service permit the speeding up of 
turnover, the reduction of inven- 
tories, and the opening up of 
new selling territories. 


There are 2500 to 3000 daily 
Pennsylvania freight trains. 
Nearly every one of them runs on 
schedule like a passenger train— 
and with altogether comparable 
dependability of performance. 

In the panel at right are listed 
six Pennsylvania freight trains— 
hauling many different classes of 
freight—whose fine performances 
have won them distinctive names. 


The Pennsylvania’s famous fleet of 
63 named freight trains —‘‘ The 
Limiteds of the Freight Service’’— 
has set monthly records as high as 
98% for on time arrivals. Below 
are listed’ six leaders of the fleet: 


THE HUMMER—Merchandise 
Pittsburgh to St. Louis 


THE ORIOLE—Perishable Freight 
(From Southern States) Washington to New York 


SPARK PLUG—Live Stock—Perishable 
Cincinnati to Pittsburgh and Seaboard Cities 


THE GAS WAGON—Merchandise 
Detroit to Seaboard Cities 


THE PACKER—Perishable Freight 
Chicago to Seaboard Cities 


THE QUEEN CITY—Merchandise 
Cleveland to Cincinnati 





98% | 


PENNSYLVANIA RAILROAD 


Carries more passengers, hauls more freight, than any other railroad in America 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 


ae taken from Reporters and Digests of National Reporter 
ystem, published by West Publish gS. St. Paul, Minn. 
u 


Copyright, 1928, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Court of Appeals of Georgia, Division No. 1.) The holder 
of a bill of lading may maintain an action for damages against 
the carrier under the Civil Code 1910, section 2777, although 
he had no property in the shipment at the time it was damaged. 

(a) It follows that, whether the consignees in this case 
did or did not have any property in the shipments when the 
hogs were injured, they had the right, after they paid the drafts 
and became the holders of the bills of lading, to sue the carrier 
under section 2777, supra, for damage to the hogs in transit. 

(b) The evidence did not demand a verdict for the de- 
fendant railroad company on the first count of the petition; 
and the court, after having erroneously directed a general ver- 
dict for the carrier, did not err in correcting the error by grant- 
ing a new trial—Central of Georgia Ry. Co. vs. J. K. Shippey 
& Bro., 146 S. E. Rep. 343. 4 

A common-law action sounding in tort cannot be maintained 
by the consignee against the carrier for damage to a shipment 
in transit, unless the consignee had a general or special property 
in the shipment at the time the injury occurred. 

(a) Since the case will again be for trial, this court does 
not decide whether the consignee had such property in the hogs 
at the time they were injured as would sustain the second count 
of the petition.—Ibid. 

(Court of Civil Appeals of Texas.) Ordinary measure of 
damages recoverable for deterioration of shipment during trans- 
portation is difference between market value of product at time 
and in condition in which it would have arrived on market of 
received, transported, and delivered by carrier with ordinary 
care and diligence, and its market value at time and in condition 
in which it is actually delivered at destination—Rio Grande 
& E. P. Ry. Co. vs. T. A. Austin & Co., 12 S. W. Rep. (2d) 1070. 

Carrier is not liable for deterioration of product prior to 
tender thereof to carrier for transportation, nor after its de- 
livery by carrier to consignee.—Ibid. 

If product shipped is delayed or suffers injury from carrier’s 
negligence in transporting it, damages recoverable are meas- 
ured by market value of product at time and in its condition 
when sold on first market available after its tender or delivery 
to consignee.—Ibid. 

Where injury to car of mustard greens, delivered to car- 
rier in good condition and received at destination in deteriorated 
condition, did not result from any fault of shipper nor from 
inherent nature of product shipped, carrier was liable under 
its liability as insurer of product transported by it but not 
accompanied by owner of shipment or his representative, 
though there was no affirmative showing of carrier’s negligence. 
—lIbid. 

Where cause of injury to car of mustard greens was charge- 
able to facts peculiarly within knowledge of carrier’s agents, 
and not to any fault of shipper or inherent nature of product, 
burden was on carrier to show such facts in order to free itself 
of culpability.—Ibid. 

In shipper’s action for injury to mustard greens delivered 
to carrier in good condition and received at destination in 
deteriorated condition, instruction to find damages in amount 
of difference between market value of greens on arrival at des- 
tination and market value had greens arrived there in same 
condition they were in when delivered to carrier, held not ob- 
jectionable as requiring jury to find damages accruing by reason 
of natural deterioration in product from time it was gathered 
until delivered at destination, in absence of showing that prod- 
uct actually and materially deteriorated during period men- 
tioned.——- Ibid. 

Court cannot judicially know that car of mustard greens was 
subject to natural deterioration from time product was gathered 
until it was delivered by carrier at destination.—Ibid. 

In shipper’s action for injury to car of mustard greens de- 
livered to carrier in good condition and received at destination 
in deteriorated condition, admission of testimony that car in 
which shipment was transported was not equipped with certain 
devices recommended by federal officials having to do with 
such matters held not prejudicial to carrier, in view of jury’s 
finding that deterioration was not due to inherent nature of 
product, nor to its condition when received by carrier.—Ibid. 


TELEGRAPHS AND TELEPHONES 


* 


(Supreme Court of Arkansas.) Jury’s verdict, supported by 
substantial testimony, that negligent delay in delivery of tele- 
gram was proximate cause of damage resulting from failure to 
ship cotton on time according to contract and telegraphic direc- 
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tions, is conclusive on appeal.—Western Union Tel. ¢ 
Downs, 12 S. W. Rep. (2d) 887. * “0. vg, 
Refusal of peremptory instruction for defenda 

company, in action for damages from delay in delivers erent 
gram directing immediate shipment of 50 bales of cottom —_ 
not error; message showing on its face that it related te bar 
ness transaction of importance and value to sender, and @ He 
ant — — of any direct or actual damages that ane 
resu rom its negligence in transmission an 
telegram.—Ibd. d delivery of 


In acton against telegraph company for damages from delay 


in delivering telegram directing immediate shipm 

exclusion of testimony from record, which wihndee “ia pete 
was made from information furnished him or was correct a. a 
of dates of operation of compress which his duties required hne 
to keep, held not error.—lIbid. im 


Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of Reporte 
System, published by West Publ Gone St Pants naneborter 
opyright, 1928, by West Publishing Co.) 


REGULATION OF COMMON CARRIERS 


(Court of Appeals of Maryland.) Allegation that account 
rendered by telephone company “is inaccurate and grossly ex. 
cessive,” with offer to pay amount admitted to be due or adjust 
account and pay such sum as would reasonably and fairly rep- 
resent proper charges for services rendered, held insufficient 
to support bill for injunction against discontinuance of telephone 
service for refusal to pay charges.—Surratt vs. Chesapeake & 
Potomac Tel. Co., 144 Atl. Rep. 495. 

In bill for injunction, statements of facts, which plaintiff 
expects to prove, must be full, clear, and frank, especially in 
suit to restrain discontinuance of service by public utility for 
refusal to pay charges, in view of costs and delays involved 
in suing on many small accounts.—Ibid. 

(Supreme Court, Appellate Division, Third Department.) 
Bus corporation held not entitled to enjoin another bus operator 
from operating bus line unless right is plain from undisputed 
facts, and injunction should not be granted if right depends on 
issue which can only be decided on the trial.—Pine Hill-King. 
ston Bus Corporation vs. Davis et al., 232 N. Y. Sup. 536. 


In action to enjoin operation of bus line, plaintiff has burden 
of establishing undisputed right to injunction.—Ibid. 


Defendant, operating bus line from New York City into 
New Jersey for about 40 miles, returning to New York state in 
vicinity of Tuxedo, held engaged in “interstate commerce,” 
especially where passengers were obtained in New Jersey, and 
highways were less congested with traffic than those on eastern 
side of Hudson River in New York.—Ibid. 

Common carrier, passing through foreign state en route be- 
tween termini in originating state, is engaged in interstate 
commerce, unless route is unreasonable or subterfuge for pur- 
pose of taking advantage of federal statutes.—Ibid. 

Courts of state have no jurisdiction to exercise control over 
interstate commerce.—Ibid. 

Where defendant, operating bus line, was engaged in inter. 
state commerce, it was beyond power of court to restrain him 
from operating busses, or from accepting or discharging inter- 
state passengers.—Ibid. 

(Supreme Court of Ohio.) An order of the Public Utilities 
Commission to desist from operating equipment authorized by 
a previous order of such Public Utilities Commission, which is 
void because of non-compliance with jurisdictional statutory 
requirements, does not constitute an alteration, amendment, or 
revocation of a certificate within the puview of section 61447, 
General Code.—Ohio Transit Co. vs. Public Utilities Commission 
of Ohio, 164 N. E. Rep. 762. 

(Supreme Court of Ohio.) The requirements of sections 
614-91 and 614-93, General Code, as to the procedure to be fol- 
lowed upon an application for increase in equipment, are juris 
dictional, and an increase in equipment, permitted without com: 
pliance with these requirements is void.—Central Ohio Transit 
Co. vs. Public Utilities Commission of Ohio, 164 N. E. Rep. 763. 

The motor transportation statute was designed, not for the 
benefit of motorbus operators, but to serve the public convel 
ience and necessity. Hence a competing carrier which delays 
a considerable period before complaining of non-compliance 
by its competitor with the requirements of sections 614-91 and 
614-98, General Code, as to an increase in equipment, has 00 
power thereby to waive such requirements for the state—/0™ 

(Supreme Court of Appeals of Virginia.) On an appesl 
from a judgment of the State Corporation Commission, its find: 
ings are to be treated as prima facie just, reasonable, al 
correct, in accordance with express mandate of Const. 1902, 
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The South Shore Line is logically sit- 
uated to render reliable service on carload 
traffic moving by way of the Chicago gate- 
way to and from its physical connection 
with the N. Y. C. & St. L. (L. E. & W. 
Dist.) at Michigan City, Ind., and the 
Wabash Ry. at Gary. 


Rates apply via principal railroads, and 
quick interchange of through traffic from 
and to other lines entering Chicago is as- 
sured by direct connections with the largest 
belt switching lines. Team track facilities 
of the various belt lines in the Chicago dis- 
trict are open to the South Shore Line. 
Chicago industries are accessible through 
switching absorption arrangements. 


Make it read “CSS&SB”! 


Traffic Department: 


CHICAGO—79 West Monroe Street 
Phone Randolph 8200 


SOUTH BEND, INDIANA 
Michigan and La Salle Sts. 
Phone 2-5764 
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HOUSTON 


HOUSTON FAVORS 


SHIPPING INTERESTS 
INDUSTRIAL DEVELOPMENT 


Houston’s marvelous growth into one of 
America’s leading ports is due. largely 
to her 


Shipping and Commerce 


and 


Industrial Development 


and is attributed to these important 
factors: 


1. Houston’s strategical location at the 
“Gateway to the Great Southwest.” 


2. A world renowned inland harbor, 
offering SAFETY from storms; the 
50-mile Channel to the sea being of 
sufficient depth to accommodate the 
largest ships. 


. Ample wharfage, dock, and ware- 
house facilities to expedite rapid and 
efficient handling of freight. 


. 65 railroads converging at Houston 
provide adequate distribution and 
concentration of freight to and from 
the interior, and insure the benefits 
of competitive rates. 


. Cheap fuel, experienced labor and 
a wealth of raw materials are of 
especial value to manufacturers and 
industrial projects. 





Address 


DIRECTOR OF THE PORT 


5th Floor, Courthouse 
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section 156, subsec. (f).—Petersburg, H. & C. P. Ry. Co. vs. 
Commonwealth ex rel. State Corporation Commission, 146 S. E. 
Rep. 292. 

The fact that operating income of electric railway line 
would. materially decrease by reason of granting certificate of 
public convenience and necessity for bus line to compete there- 
with is not sufficient of itself to warrant any modification of 
order of State Corporation Commission granting the certificate; 
charters under Const. 1902, section 154, being no longer matters 
of grace, and railroads, under section 156, being permitted to 
parallel each other at pleasure, with right of any desiring to 
build them to obtain permission without let or hindrance, in 
accordance with Code 1919, section 3856.—Ibid. 

State Corporation Commission held justified in granting 
certificate of public convenience and necessity under Acts of 
the Gen. Assem. 1923, Extra Sess., c. 161, section 3, for the op- 
eration of a bus line between Petersburg and Hopewell.—lIbid. 

That bus company, granted certificate of public convenience 
and necessity for operation of bus line between the cities of 
Petersburg and Hopewell, had not secured permission of the 
municipalities, was immaterial, where neither of such munici- 
palities were parties to proceeding.—Ibid. 

Since the State Corporation Commission is vested with the 
supervision of transportation by common carriers and vested 
also with wide discretion, its judgments are presumed to be 
correct.—Ibid. 


(Supreme Court of Arkansas.) Rates fixed by railroad 
commission are presumed to be reasonable, and orders made 
by commission are prima facie correct, and such presumption 
yields only to probative force of evidence in record.—St. Louis- 
San Francisco Ry. Co. vs. Norris, 12 S. W. Rep. (2d) 915. 


Common carrier has burden of showing order or judgment 
requiring railroad to reinstate its trains is erroneous.—Ibid. 

In petition to compel railroad to reinstate passenger trains 
discontinued by railroad, finding of circuit court approving find- 
ings of railroad commission that railroad wrongfully without 
notice and in violation of Acts 1921, p. 187, section 7, discon- 
tinued operation of trains to great inconvenience of traveling 
public, and requiring reinstatement of service by train or motor- 
car, held not against preponderance of testimony showing rail- 
road suffered loss of over $1,700 one month by operation of 
trains, due to increased travel over hard-surfaced roads and 
competition of bus lines, but not showing revenues derived from 
express and freight handled by trains nor operating expenses 
and revenues for entire year, when tested by presumption in 
favor of findings of commission.—Ibid. 


” < 


| Shipping Decisions 


Cases Recently Decided by State and Federal Courts 





(Digests taken from Reporters and Digests of National Reporter 
oe by West Publishing Co., St. Paul, Minn. 
opyright, 1928, by West Publishing Co.) 


og 


(Circuit Court of Appeals, Fifth Circuit.) Charters, though 
generally couched in technical language, are to be construed 
reasonably so as to give effect to the intent of the parties.— 
Cureton Lumber Co. vs. Hammond Lumber Co., 29 Fed. Rep. 
(2d) 973. 

Though shipper, having no duty to procure pilot for vessel, 
did so, nevertheless when captain accepted him he became a 
servant of the ship, and shipper was not responsible for any 
incompetency or error of judgment on his part.—Ibid. 


Where shipper, in accordance with obligations of charter, 
furnished a pier for unloading of cargo, it was not liable for 
demurrage by reason of blocking of channel, making it impos- 
siible for ship to berth, in that the blocking of the channel was 
a hindrance beyond the control of either party and mutually 
excepted within terms of charter.—Ibid. 


(Circuit Court of Appeals, Fifth Circuit.) As regards re- 
covery of demurrage, it was the duty of the consignee of cargo 
to assign a proper berth to the vessel, and receive the cargo as 
tendered.—Ashcraft-Wilkinson Co., Inc., vs. United States, 29 
Fed. Rep. (2d) 961. 

As regards recovery of demurrage, it was duty of ship to 
make use of the capacity and facilities of the wharves, and to 
discharge and tender cargo at the rate stipulated.—lIbid. 

As regards recovery of demurrage, ship unloading cargo 
was responsible for deficiency of equipment and any insuffi- 
ciency or incompetence of stevedores, and was in fault where 
it did not make full use of the facilities of the wharf.—Ibid. 

Where owner of vessel filed libel against holder of bills of 
lading for demurrage due to delay in discharging cargo, and 
made prima facie case by showing delay, libelee held to have 
sustained burden of rebutting such prima facie case by showing 
freedom from fault and that delay was caused by ship’s failure 
to make full use of wharf facilities.—lIbid. 
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FLORIDA LOG RATES 


Litigation involving the Commission’s order in Tespect 
saw log rates (see Traffic World, February 23, p, 461) has 
arrived in the Supreme Court of the United States by an 
usual route. That court, on March 11, granted leave to ma 
Atlantic Coast Line to file a petition for a writ of mang 
directing Judge William B. Sheppard, for the federaj district 
of northern Florida, to call together a _ three-judge court, ts 
this case. It has issued a rule for the judge to show Calige 
on April 22, why the petition for a writ of mandamus should 
not be issued. The leave was granted to the Atlantic 
Line in an ex parte proceeding. The railroad, after the Com. 
mission issued its clarifying order on February 7, making jt, 
order cover the whole of Florida, appeared before the court 
asking it to issue an injunction, instanter, forbidding the Florida 
authorities to interfere with the publication of rates applicable 
througliout the state, without exception, as directed by th. 
federal regulating body. He refused. Thereupon the cage was 
appealed to the circuit court at New Orleans. Arguments 
were made on that phase on March 7. 

In the meantime the Atlantic Coast Line initiated the mang. 
mus proceedings with a view to having the highest tribupg 
command Judge Sheppard to bring the matter to the attentiy 
of a three-judge court. The railroad company’s contention js 
that the matter is cognizable by such a court inasmuch ag ap 
order of the Commission is involved. Judge Sheppard, in gyp. 
stance, holds that the Commission’s order of February 7, ¢. 
tending the order in the case before the Commission go a8 to 
cover the whole of the state, was without effect. The original 
decision in the federal court was that the order could bh 
effective only in the northern part of the state and that jf 
interpreted to cover the whole state would be invalid because 
there was no record upon which it could be applied to th 
part of the state excluded by the court’s original construction 
of the scope of the Commission’s order. Thereupon, the Florida 
commission took control of the rates in the excepted area and 
Florida courts forbade the Atlantic Coast Line changing the 
rates prescribed by the Florida commission. The federal court 
refused to interfere with that situation. 

In its petition for leave to ask for a writ of mandamus the 
railroad pointed out that it was in the line of fire of two seats 
of courts without remedy to protect itself from fines and penal- 
ties, hence its petition in the court of last resort. 


RETROACTIVE MAIL PAY UPHELD 


“If the claim of the railroads is just they should be paid 
from the moment when the application is made,” said Justice 
Holmes, of the Supreme Court of the United States, March 
11, in the opinion of the court upholding decisions of the Court 
of Claims approving retroactive mail pay awards of the Com 
mission in No. 238, United States, petitioner, vs. New York 
Central, lessee of Boston & Albany, and No. 304, United States, 
petitioner, vs. Nevada County Narrow Gauge Railroad Co. 

The respondent railroads, in 1921, filed applications with 
the Commission for a readjustment of the compensation for 
services in carrying the mails rendered by them, from dates 
before the applications and for the future. 

Justice Holmes said the Commission at first expressed al 
opinion that it had “authority to establish rates only for the 
future,” but made orders establishing rates as fair and reasol- 
able after the date of the orders. On further hearings, hor 
ever, said the justice, the Commission made new orders estab 
lishing the same rates as fair and reasonable for the times 
between the filing of the applications and the orders pret 
ously made. 85 I. C. C. 157. 95 1. C. C. 493. The justice als 
referred to 144 I. C. C. 675. 

The railroads, according to the opinion, applied to the 
Postmaster-General for payment as ordered by the Commissiot, 
but their applications were refused. Thereupon they sued in 
the Court of Claims and got judgments for compensation a& 
cording to the last orders of the Commission. The United 
States asked and obtained a writ of certiorari from the highest 
court. 

“The ground taken by the United States,” said Justice 
Holmes, “is that the Interstate Commerce Commission had beet 
given no authority to change the rates of payment to be 
ceived by the railroads for any time before its orders went into 
effect. The question is one of construction which requires 
consideration not-of a few words only, but of the whole act 
Congress concerned. This is the act of July 28, 1916, ¢. 2%) 
section 5; 39 St. 412, 425-431 (C., Tit. 39, ch. 15, where 
long section 5 is broken up into smaller sections) which 
a great change in the relations between the railroads and the 
government. Before that time the carriage of the mails oY 
the railroads had been regarded as voluntary, New York, New 
Haven & Hartford R. R. Co. vs. United States, 251 U. 5. 
127, now the service is required (C., Tit. 39, section 541); ® 
fusal is punished by a fine of $1,000 a day (C., Tit. 39, se 
563), and the nature of the services to be rendered is descri 
by the statute im great detail. Naturally, to save its © 
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Fast Boston and Maine Trucks plus 
Fast Boston and Maine Trains 
cut L.C.L. Schedules 


NEW, fast, co-ordinated rail and truck service, with a 
fleet of 171 trucks linked with fast through rail sched- 
ules, today speeds merchandise shipments to and from 
New England points on the Boston and Maine with 24 
to 48-hour savings. Expedited deliveries are being made 
in this way at 189 stations. 
This combined highway-rail service, in which the Bos- 
ton and Maine was a pioneer, and 
in which it maintains one of the 
largest organizations of any railroad, 
fecelves inbound through merchan- 


Concentration points and makes 
“ation deliveries by truck the same 
y. The concentration points from 
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and North Adams, in Massachusetts; Dover, Manchester, 
Concord and Rochester, in New Hampshire; Biddeford, 
Me., and White River Juuction, Vt. By this fast highway 
handling, forwarding is expedited, movement to other 
transfer points is eliminated, and waiting for slow way- 
freights becomes a thing of the past. 

Boston and Maine trucks pick up at many of these 
stations out-going merchandise which, on the same day, is 
loaded into through cars, and leaves by rail the same night 
for New England and northern, southern and western 

points as far distant as Detroit, 
Chicago and St. Louis. 
The Boston and Maine auxiliary 


AND M Al N E tion program, yet it is typical of 
the many new things being done 


to render an ever faster, ever more 


y truck service is only one part of its 
dise cars at various New England A B 0 S T 0 N wide improvement and moderniza- 


Which truck routes radiate include com. bi 
ston, Lawrence, Salem, Fitchburg, 


dependable “Minute Man Service” 
throughout New England. 
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tutionality, there is coupled with the requirement to transpor 
a provision that the railroads shall receive reasonable com- 
pensation. The government admits, as it must, that 
reasonable compensation for such required services is a con- 
stitutional right. So far as the government has waived its 
immunity from suit this right may be enforced in the absence 
of other remedies not only by injunction against further inter- 
ference with it, but by an action to recover compensation already 
due. Accordingly, the statute provides for application from 
time to time to the Interstate Commerce Commission to estab- 
lish by order a fair, reasonable rate or compensation to be paid 
at stated times. C., sections 542, 551, 554. 

“We assume that while the railroads perform these services 
and accept pay without protest they get no ground for subse- 
quent complant. American Smelting & Refining Co. vs. United 
States, 259 U. S. 75, 78. But the filing of an application ex- 
presses a present dissatisfaction and a demand for more. A 
further protest would be a superfluous formality. If the claim 
of the railroads is just they should be paid from the moment 
when the application is filed. In the often quoted words of 
Chief Justice Shaw, ‘If a pie-powder court could be called on 
the instant and on the spot the true rule of justice for the 
public would be, to pay the compensation with one hand, while 
they apply the axe with the other.’ Parks vs. Boston, 15 Pick. 
198, 208. In fact, the necessary investigation takes a long time, 
in these cases years, but reasonable compensation for the years 
thus occupied is a constitutional right of the companies no 
less than it is for the future. Oklahoma Natural Gas Co. vs. 
Russell, 261 U. S. 290, 298. This being so, and the Interstate 
Commerce Commission being the tribunal to which the railroads 
are referred, it is a natural incident of the jurisdiction that it 
should be free to treat its decision as made at once. Obvi- 
ously Congress intended the Commission to settle the whole 
business, not to leave a straggling residuum to look out for 
itself, with possible danger to the validity of the act. No rea- 
son can have existed for leaving the additional annoyance and 
expense of a suit for compensation during the time of the pro- 
ceedings before the Commission, when the Commission has 
had that very question before it and has answered it at least 
from the date of its orders. We are quite aware that minutie 
of expression may be found to show Congress to have been 
thinking of the future. We put our decision not on any spe- 
cific phrase, but on the reasonable implication of an authority 
to change the rates of pay which existed from the day when 
the application was filed, the manifest intent to refer all the 
rights of the railroads to the Interstate Commerce Commission, 
and the fact that unless the Commission has the power assumed 
a part of the railroads’ constitutional rights will be left in the 
air.” 

Under the decision of the court, the Post Office Department 
will have to pay the retroactive award of approximately $45,- 
000,000 made by the Commission in its recent mail pay deci- 


sion, as well as the retroactive payments involved in the cases ~ 


that were taken to court. 


SUPREME COURT ACTION 

The Supreme Court of the United States will review the 
decision of the Circuit Court of Appeals, second circuit, as to 
rights of holders of Wabash 5 per cent profit sharing preferred 
stock A to a dividend credit. It granted, March 11, petitions for 
writs of certiorari to the lower court in No. 693, Wabash Railway 
Co. et al. vs. John C. Barclay et al., and No. 694, Shirley P. Austin 
vs. Barclay. In No. 693, the suit was brought by Barclay as the 
holder of the described certificates to establish a dividend credit 
amounting to many millions of dollars, according to the Wabash, 
in favor of preferred stock A and to enjoin payment of dividends 
on Wabash convertible preferred stock B and common stock 
until such dividend credit should be extinguished. The Circuit 
Court of Appeals reversed a decision by Judge F. A. Winslow 
of the federal court for southern New York, dismissing the suit. 

In No. 661, Edward F. Goltra vs. Dwight F. Davis, Secretary 
of War, et al., the court denied a petition for a writ of certiorari 
to the Circuit Court of Appeals, eighth circuit, for review of that 
court’s decision upholding dismissal of Goltra’s suit attacking 
the termination of his war-time lease of a fleet of barges for 
operation on the Mississippi River. 

A petition for a writ of certiorari to the Circuit Court of 
Appeals, sixth circuit, was denied in No. 677, Alta Matthews, 
petitioner, vs. Southern Railway, a personal injury case. 


CRAIL COAL LOSS CASE 


The United States Circuit Court of Appeals for the eighth 
circuit, in No. 8014, December term, 1928, Illinois Central R. R. 
Co., plaintiff in error vs. G. I. Crail, doing business as P. McCoy 
Fuel Company, defendant in error, has held that the second 
case presented to it in this litigation over the measure of 
damages to be used in awarding reparation to the fuel com- 
pany for the loss of 5,500 pounds of coal in transit, is the same 
as the one decided in Crail vs. Illinois Central, 13 Fed. (2nd), 459, 
and that the decision made by this court is the “law of the 
‘ case” and not to be disturbed in this second appeal. 

In the original decision the circuit court, reversing the dis- 
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trict court, laid down the rule that the market value at desti 
nation to be used in making good the loss “is the price that 
plaintiff would have had to pay for the same quality ang qua 
tity of coal in that market at that time.” » 

The case was sent back to the district court with instruc 
tions to bring the case into harmony with the rule laid down 
by the circuit court. The district judge wrote a long ODinion 
to uphold his prior decision. This case then went back to the 
circuit court with the result that Judge Kenyon, author of the 
report, said there should be no change. 

Efforts are to be made to bring the case to the Supreme 
Court of the United States. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended March 2 totaleg 
976,987 cars, according to the car service division of the 
American Railway Association. This was an increase of 69,659 
cars above the preceding week this year, which included 
holiday, with increases being reported in the total loading of 
all commodities except coal. The total for the week endeg 
March 2 was an increase of 17,493 cars over the corresponding 
week in 1928 but a decrease of 12,876 cars under the corres. 
ponding week in 1927. 

Revenue freight loading by districts the week ended March 
2 and for the corresponding period of 1928 was reported as 
follows: 


Eastern district: Grain and grain products, 6,347 and 7,613; live 
stock, 2,065 and 2,777; coal, 44,760 and 39,456; coke, 3,643 and 2.702: 
forest products, 5,936 and 6,608; ore, 1,575 and 959; merchandise, 

. C. L., 71,450 and 69,619; miscellaneous, 94,252 and 88,454: total, 
1929, 230,028; 1928, 218,188; 1927, 228,025. ‘ 

Allegheny district: Grain and grain products, 3,359 and 3,339; 
live stock, 1,825 and 1,849; coal, 43,389 and 38,381; coke, 6,048 and 
5,342; forest products, 3,153 and 2,834; ore, 2,381 and 1,868; merchan- 
dise, L. C. L., 53,333 and 55,238; miscellaneous, 83,049 and 78,258; 
total, 1929, 196,537; 1928, 187,109; 1927, 207,260. 

Pocahontas district: Grain and grain products, 190 and 233; live 
stock, 53 and 81; coal, 44,445 and 37,122; coke, 482 and 468; forest 
products, 1,299 and 1,963; ore, 126 and 99; merchandise, L. C, L,, 
7,452 and 7,545; miscellaneous, 5,998 and 5,764; total, 1929, 60,045; 
1928, 53,275; 1927, 57,403. 

Southern district: Grain and grain products, 3,969 and 4,728; live 
stock, 1,545 and 2,114; coal, 27,433 and 27,321; coke, 942 and 579; forest 
products, 17,095 and 20,496; ore, 1,374 and 1,216; merchandise, L. ¢. 
L., 40,986 and 42,294; miscellaneous, 54,267 and 58,021; total, 1929, 
147,611; 1928, 156,769; 1927, 157,781. 

Northwestern district: Grain and grain products, 11,665 and 
14,724; live stock, 8,189 and 9,592; coal, 9,652 and 8,227; coke, 2,049 
and 1,769; forest products, 19,485 and 21,888; ore, 623 and 466; mer- 
chandise, L. C. L., 31,337 and 32,876; miscellaneous, 35,881 and 35,929; 
total, 1929, 118,881; 1928, 125,471; 1927, 119,089. 

Central Western district: Grain and grain products, 14,944 and 
16,612; live stock, 9,654 and 11,706; coal, 18,166 and 15,470; coke, 462 
and 335; forest products, 9,509 and 9,805; ore, 4,170 and 3,848; mer- 
chandise, L. C. L., 34,271 and 34,849; miscellaneous, 51,875 and 50,451; 
total, 1929, 143,051; 1928, 143,076; 1927, 143,089. 

Southwestern district: Grain and grain products, 5,981 and 6,360; 
live stock, 2159 and 2,501; coal, 7,227 and 5,723; coke, 228 and 156; 
forest products, 7,713 and 8,126; ore, 433 and 369; merchandise, L. C. 

., 16,708 and 16,292; miscellaneous, 40,385 and 36,079; total, 1929, 
80,834; 1928, 75,606; 1927, 77,216. 

Total, all roads: Grain and grain products, 46,455 and _ 53,609; 
live stock, 25,490 and 30,620; coal, 195,072 and 171,700; coke, 13,854 and 
11,351; forest products, 64,190 and 71,720; ore, 10,682 and 8,825; mer- 
chandise, L. C. L., 255,537 and 258,713; miscellaneous 365,707 and 352,- 
956; total, 1929, 976,987; 1928, 959,494; 1927, 989,863. 


Loading of revenue freight in 1929 compared with the two 
previous years follows: 


1929 1928 1927 

Four weeks in January......... 3,570,978 3,448,895 3,756,660 
Four weeks in February........ 3,767,758 3,590,742 3,801,918 
Week ended March 2............ 976,987 959,494 989,863 
NOL: 646:60:50543.0044846 oN SSeS ae 8,315,723 7,999,131 8,548,441 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period Feb- 
ruary 15-22, inclusive, was 222,287, as compared with 229,573 
cars in the preceding period, according to the car service div: 
sion of the American Railway Association. An average daily 
shortage of 191 cars was reported, made up of 65 auto and 
furniture, 98 flat, 18 gondola and 10 hopper cars. The surplus 
was made up as follows: 


Box, 90,271; ventilated box, 267; auto and furniture, 10,120; total 
box, 100,658; flat, 8,671; gondola, 42,301; hopper, 34,111; total coal, 
76,412; coke, 1,046; S. D. stock, 21,740; D. D. stock, 3,049; refrigerators, 
10,106; tank, 175; miscellaneous, 430. 


Canadian roads reported a surplus of 19,700 cars, made uD 
of 18,500 box, 200 flat, 700 S. D. stock, 250 refrigerator and 50 
miscellaneous cars. 

In the period February 23-28, inclusive, the average daily 
surplus was 217,400 cars, while the average daily shortage was 
70 flat and 6 gondola cars. The surplus was made up as follows: 


89,833; ventilated box, 389; auto and furniture, 8,764;, tous 


Box, 
98,986; flat, 8,457; gondola, 38,856; hopper, 33,757; total coal, 91: 
coke, 1,021; S. D. stock, 22,429; D. D. stock, 3,345; refrigerator, 9,891; 
tank, 107; miscellaneous, 551. 


Canadian roads reported a surplus of 16,002 cars, made bi 
of 15,000 box, 550 S* D. stock, 400 refrigerator and 52 miscel- 
laneous cars. 
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OVERSEAS FREIGHT RATES 


The Trafic World New York Bureau 


Overseas freight markets have continued dull throughout 
the week, with little or no change in the prevailing level of 
rates. Both shipowners and shippers are awaiting the opening 
of navigation on the St. Lawrence and an increase in activity 
is anticipated as this date approaches. More attention is being 
given this year to traffic on the New York Barge Canal, which 
is becoming more of a factor each year in the export grain 
trade. The great number of regular liners plying from the 
port of New York furnishes a substantial space for the move- 
ment of grain under normal conditions, which tends to reduce 
activity in full cargo vessels except when the volume is suffi- 
cient to exhaust the capacity of liners on berth. 

Freight brokers are advising their clients that increased 
purchases may be expected from Europe as a result of ex- 
haustion of grain supplies there. This demand will be felt in 
greatest force when shipments from the Argentine decline in 
about two months’ time. 

Prevailing quotations in the heavy grain trade are as fol- 
lows: from Atlantic ports, March and April loading, 3s to 3s 3d 
for the United Kingdom, 13%4c to Antwerp-Rotterdam, 14%4c to 
Hamburg-Bremen, and 17%c to the Mediterranean; from Mon- 
treal, for May and June loading, 3s 3d to the United Kingdom, 
13% to 14c to Antwerp-Rotterdam, 14% to 15c to Hamburg- 
Bremen, and 17% to 18c to the Mediterranean. 

Two steamers have*been fixed for the South American coal 
trade from Hampton Roads, one for March loading for Buenos 
Aires at $3.65 a ton, and the other for early April loading to 
Rio at $3.45. Additional business could be placed at the same 
figures. Inquiries are still quoted for West Italy at $2.65 a ton. 
The lumber, sugar and time charter markets are practically 
unchanged from previous conditions. 

The Panama Mail Steamship Company announces that, with 
the establishment of direct service to Acajutla, Salvador, and 
Champerico, Guatemala, a trans-shipment differential of 10 per 
cent will be allowed on shipments destined to these ports when 
trans-shipped at Cristobal to following steamer. This is effective 
immediately. The trans-shipment differential of 10 per cent 
allowed at the present time on shipments destined for La Union, 
El Salvador, is to be canceled, effective April 1, after which 
full tariff rates will be assessed to that port. Effective on the 
same date, a manifest fee of $1 per bill of lading will be assessed 
on all shipments destined to Amapala, Honduras. 

R. A. Stewart, terminal superintendent of the American- 
Hawalian Line at Los Angeles, announces that, as managing 
operator for the Oceanic and Oriental Navigation Company, in 
the China runs, the American Hawalian has entered an agree- 
ment with the States Lines of Portland and the Tacoma Oriental 
Line for a direct monthly service between Pacific ports and 
Shanghai. The present schedule of fortnightly sailings will be 
changed, beginning April 20, to sailings every ten days. “More 
than twenty-five ships will be made available for the trade in 
the fleets of the three lines,” Mr. Stewart said. “Growth of 
trade with the Orient is reflected in our decision to better the 
service and give a greater sailing frequency. Trans-shipments 
of Oriental cargo for Atlantic Coast Ports will be made at Los 
Angeles or San Francisco into American-Hawalian bottoms from 
the O. & O. Line. Costly delays will be eliminated.” 

Congestion that has prevailed at Puerto Colombia since 
last August, when rail workers and stevedores went on strike, 
has been relieved, it is reported, and conditions are now back 
to normal. Freight vessels are receiving the same dispatch as 
passenger vessels. At one period during the strike, vessels 
were delayed as much as eighteen days awaiting discharge. 


OCEAN AGREEMENTS APPROVED 


A modification of the agreement of the South Atlantic 
Steamship Conference eliminating a provision that ocean rates 
on traffic originating in Central Freight Association territory 
to European ports via south Atlantic ports “shall not be lower 
than the current ocean rates from north Atlantic and/or Gulf 
ports to the same destination,” was approved by the Shipping 
Board March 12. 

The board said the purpose of the proposed modification 
was stated to be to place the members of the South Atlantic 
Conference on an equal footing with the members of conferences 
at north Atlantic ports and of the Gulf-Mediterranean Ports 
Conference in initiating ocean rates on traffic originating in 
C. F. A. territory destined to United Kingdom, Continental 
Europe, Baltic Scandinavian, Portuguese Spanish, Mediterranean 
and Adriatic, Black Sea and Levant ports. Other agreements 
approved are summarized as follows: @ 


An agreement between United States Lines and Norwegian-Amer- 
ica Line, which provides for interchange of westbound tourist third 
cabin round trip tickets or orders without endorsement by issuing 
line, except when ticket or order carries specific reservation, the 
carrying line to assume any inland forwarding conditions provided 
for in the transportation interchanged. In determining the fares to 
be charged under this arrangement the carriers are to use one-half 
the round trip fare via the particular steamer of each by which the 
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transportation is effected. Changes from higher to lower rate 

sage or vice versa are to be reimbursed for or collected by the A. 
ing line, while refunds on account of cancellations are to be a 
by the line issuing the transportation cancelled. Adjustment of ro 
counts between the lines is to be made either at New York ora 
the London office of the United States Lines or the Oslo, Nowa’ 
office of the Norwegian-America Line. The agreement is to continue 
in effect indefinitely subject to three months’ notice of withdrawal 
by either party. . 

Redwood Line, Inc., with Matson Navigation Co.: Arrangement 
in respect to through movement of shipments from Mobile anq Ne 
Orleans to Hawaiian Islands upon a combination of local rates i 
the participating carriers. Costs of transhipment at San Francisco 
including trucking and state toll charges are to be absorbed by th 
Redwood Line. . 

Calmar Steamship Corporation with Kingsley Navigation Co. Ltd.: 
Through billing arrangement covering movement of shipments from 
Atlantic Coast ports to Vancouver and Victoria, B. C., upon a com. 
bination of local rates of the participating carriers. Inward state tolls 
and warfage at San Francisco are to be absorbed by Calmar Line 
and outward tolls and wharfage by Kingsley Navigation Co. When 
shiments aggregate less than 100 tons drayage charges between the 
piers of the two carriers will be absorbed in equal proportion by the 
lines, while Kingsley’s vessels will call at Calmar’s pier for lots ex. 
ceeding 100 tons. 

Redwood Line, Inc., with the California Transportation (p.- 
Through billing arrangement covering movement of shipments from 
Mobile and New Orleans to Stockton, Calif., upon a combination of 
rates of the participating carriers, with transhipment at San Fran- 
cisco. Toll charge of 15 cents per 2,000 pounds is to be absorbed by 
the Redwood Line, which is also to assume cost of trucking when 
through shipments aggregate less than 12 tons. The California Trans. 
portation Company’s vessels are to call at Redwood’s pier when 
shipments aggregate 12 tons or more. 


PORT PROTECTION PLAN 


The Trafic World New York Bureay 


Organization of the metropolitan conference on port pro. 
tection and development in accordance with the recommenda- 
tions of the temporary committee of fifteen recently appointed 
to represent the various commercial organizations of the port 
area was effected at a meeting this week. 

The new organization will consist of a contact committee 
of fifteen members, consisting of a chairman, four vice-chairmen, 
a secretary, a treasurer, and eight additional members, four 
from each state, and six standing committees. The members 
of the committee selected by the nominating committee, con- 
sisting of J. Barstow Smull, Fred Pomeroy, J. P. Magill, E. B. 
Lord and G. F. Haskin, were elected as follows: Chairman, 
Eugenius H. Outerbridge; vice-chairmen, two from each state, 
W. J. L. Banham, New York Board of Trade; Lewis H. Pounds, 
Brooklyn Chamber of Commerce; Willard I. Hamilton, president, 
Chamber of Commerce of New Jersey; H. Otto Wittpenn, presi- 
dent, Hoboken Land and Improvement Company; secretary, C. 
S. Mead, secretary, Merchants’ Association; treasurer, DeWitt 
Van Buskirk, Bayonne Chamber of Commerce. Additional 
members, Irving T. Bush, former president of the Chamber of 
Commerce of the state of New York; Mark Allen, president, 
Staten Island Chamber of Commerce; J. P. Magill, special 
representative of the Maritime Association of the Port of New 
York; L. C. L. Smith, president, Queens County Chamber of 
Commerce; William C. Heppenheimer, president, Jersey City 
Chamber of Commerce; Bertram H. Sanders, Paterson Chamber 
of Commerce; Welcome W. Bender, president, Elizabeth Cham- 
ber of Commerce; William Birrles, president, Newark Chamber 
of Commerce. 


The chairman was authorized to name the members of the 
following standing committees: Port publicity, finance, legis 
lative, port unity, rates and differentials and inland waterways. 

The report of the temporary committee, presented by Mr. 
Outerbridge, recommended that, in order to maintain the st 
premacy of the port by resisting attempts to divert any of its 
commerce and taking aggressive steps to increase port traffic, 
the contact committee should establish liaison between the con 
ference, the Port of New York Authority and the general public. 
The committee will thus act as a central agency for clearing. 
all matters and referring them to the proper sub-committees. 

Need for longer piers to accommodate the huge liners now 
planned for the transatlantic passenger trade was pointed out 
by Charles L. Haight, admiralty lawyer and counsel for the 
French Line. There is no place for docking large ships 0 
the Manhattan water front and the North German Lloyd has 
had to make arrangements for docking its new 46,000-ton liners, 
the Bremen and the Europa, at the South Brooklyn Pier. 


The White Star and Cunard lines, he added, are both plat 
ning the construction of 1,000-foot liners, and the French Line 
also has plans in hand for a 60,000 tonner. 


Referring to the contention of the army engineers that 4 
3,000-foot channel in the Hudson River is necessary for turning 
1,000-foot ships, Mr. Haight said he had studied conditions i 
the ports of Plymouth, Southampton, London, Liverpool, Ant 
werp, Havre and Bremerhaven, and found that no such preadth 
of channel was deemed essential in any of them. 

In negotiating for a special extension of Pier 57, North 
River, for the French Line, Mr. Haight said he had been in- 
formed that this would be granted only on condition that the 
City of New York should agree to build a new pier for the line 
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in the future. The large liners, he said, must be accommodated 
here or they will be forced to go elsewhere. 

At the meeting before the Harbor Line Board last October 
on the proposal to extend the pier head lines between Thirtieth 
and Seventy-second streets, Mr. Haight said, all of the expert 
testimony favored the extension. The only opposition came 
from representatives of the New Jersey Board of Commerce and 
Navigation. . 

Julius Henry Cohen, counsel for the Port Authority, reviewed 
the results of the recent hearings before the Commission on 
the Baltimore and Philadelphia differential cases, saying he had 
developed a distinctly optimistic impression regarding the out- 
come as affecting the interests of the Port of New York. 

The Commission, Mr. Cohen said, has shown a disposition 
to recognize the homogeneity of the port district and the need 
for developing its facilities on this basis without any bias in 
favor of any particular section of the port area. There was 
no disposition, he added, to overlook the fact that this port 
performed a service of great importance to the nation. 

The meeting was opened by John L. Galvin, chairman of 
the Port of Authority. He was succeeded by Mr. Outerbridge 
as temporary chairman. 


BUILDING THE NAVAL RESERVE 

The S. S. “Panaman,” of the American-Hawaiian Steamship 
Company, is the first freighter on the Pacific coast to fly the 
Merchant Marine Naval Reserve Flag. 

Only ships registered under the American flag and whose 
commanders and fifty per cent of their officers are members of 
the United States Naval Reserve receive warrants to hoist this 
emblem. 

The authorization was recently granted the “Panaman” by 
the Secretary of the Navy. 


TEXAN RECOMMENDED FOR BOARD 

W. E. Lea, formerly mayor of Orange, Tex., and active in 
the development of shipping in the Sabine district, has been 
recommended to President Hoover for appointment as a mem- 
ber of the Shipping Board by Senators Sheppard and Connally, 
of Texas. There is no vacancy on the board at this time, but 
the term of Commissioner R. K. Smith, who was appointed 
from the Gulf district, will expire June 8 this year. If the 
commissioner should not be reappointed by the President, 
someone from the Gulf district would have to be appointed to 
fill the vacancy. 


BOARD SELLS VESSEL 


Sale of the Neponset to the Luckenbach Steamship Com- 
pany, Inc., for $120,000 was approved by the Shipping Board 
March 12. The vessel is an oil burning steel refrigerator ship 
of 9,766 deadweight tons and is laid up at New York. The 
purchaser agrees to make repairs and to recondition the ship 
at a cost of not less than $375,000. 


COTTON LINTER AND FIBER CASES 


The Shipping Board has dismissed complaints in No. 38, 
T. G. Crowe et al. vs. Southern Steamship Co.,and No. 43, Boston 
Excelsior Co. vs. Southern Steamship Co.and Mallory Steamship 
Co., in which it was alleged that rates charged on cotton linters 
and cottonseed hull fiber and shavings from Galveston and Hous- 
ton were in violation of secs. 16 and 18 of the shipping act. The 
board held that the carriers’ tariffs under which the shipments 
moved provided a lower rate for compressed than for uncom- 
pressed bales. The complainants’ bales, although having a density 
of about 15 pounds per cubic foot, were not “compressed” within 
the meaning of that term as used in trade custom or under- 
standing, said the board. The board said it considered that 
the trade custom or understanding governed the use of the 
term “compressed bale” as used in the carriers’ tariffs and that 
the complainants’ shipments, in this connection, were properly 
rated. The board also held that the rates were not unreason- 
able or unduly prejudicial. 


EXPORT BILLS OF LADING 


The Trafic World Washington Bureau 


A peculiar hearing has been held in No. 4844, the general 
bills of lading docket of the Commission, by Examiner Simons. 
It was peculiar in that the testimony was argument as to the 
meaning of the interstate commerce act in relation to the joint 
export bill and as to the meaning of the provisions of the bill 
of lading itself in which the attorneys handling the matter 
were the only ones who testified. The hearing was limited 
to a consideration of a change proposed by the Shipping Board 
in clause 1(b) of Part II of the present form of the joint export 
bill, which now provides that general average shall be payable 
according to the York-Antwerp rules of 1890 and as to 
matters therein covered by the laws and usages of the port 
of New York, so that the clause will read that general average 
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shall be payable according to the York-Antwerp rules of 1 
sections 1 to 15, inclusive, and sections 17 to 22, inclusive He 
as to matters not covered thereby according to the laws pi 
usages of the port of New York. and 
The hearing was peculiar also in that when the mat, 
had been discussed, John Nicolson, director of the traffic bur “4 
of the Shipping Board, raised the question as to whether = 
Commission had jurisdiction over the matter the Shippi : 
Board had brought before it. The question of jurisdiction wit 
be before the Commission in connection with the whole reste 
Arthur M. Boal explained the situation from the point f 
view of the Shipping Board. R. H. Hupper, for the America 
Export Lines, and many foreign lines, said they had no objection 
to the proposed revision, but he pointed out that not ajj the 
foreign flag lines used the York-Antwerp rules of 1924, There 
fore he proposed that there be another exception in their favor. 
Those participating in the conference, held March 11 in 
addition to those mentioned, were A. R. Lawton, repregenjj 
the Ocean Steamship Co. (of Savannah) and the southern | 
form bills of lading committee; Robert S. Guilford, Trans. 
Atlantic Association Freight Conference; Charles Clark, South. 
ern Railway; George R. Allen, the eastern railroads; R, ¢. Fyfe 
the western carriers; J. R. Bell, the Southern Pacific, ang Ira 
Campbell, the American Steamship Owners’ Association. 


GULF-BRAZIL-RIVER-PLATE BIDS 


Opening of bids by the Shipping Board March 11 for the 
Gulf-Brazil-River Plate Line revealed an offer from the Munson 
Line of New York to purchase 12 vessels of the line for 
$2,695,672, or at the rate of $28 a deadweight ton, the highest ' 
price yet offered for any of the government-owned freight lines, 
In accordance with the specifications for bids, the Munson Line 
offered to maintain regular service of not less than 36 round 
voyages for a period of five years. 

The line for sale maintains direct freight service from 
American ports on the Gulf of Mexico to ports of Brazil and 
the River Plate. The line as presently constituted is a con. 
solidation of two lines formerly known as the American Delta 
Line and the American Dispatch Line. It has a total of 13 
vessels having an aggregate of 106,047 deadweight tons, and 
the advertisement for bids invited proposals on at least 12 of 
these vessels. ' 

The Mississippi Shipping Company, which is the present 
managing operator of the line for Shipping Board account, 
offered to buy the 12 vessels for $1,155,288. 

Joseph Silverman, Jr., of Washington, D. C., bidding on 
behalf of a new corporation to be formed, offered $1,113,493.50 
for all 13 of the fleet. This bid also offered to supplement the 
present service by the construction of two combination passen- 
ger-cargo vessels suitable for the requirements of the trade. 

A fourth bid was submitted by Moore & McCormack (o. 
in the amount of $858,980.70 for the 13 ships. Certified checks 
amounting to 2% per cent of each offer were received. 

The bids were referred to the Merchant Fleet Corporation 
for analysis and report, following which the Shipping Board 
will take action. 


OCEAN MAIL BIDS 


The Post Office Department has received bids for the car 
riage of mail between New Orleans, La., and Progresso, Mexico, 
from the Munson Steamship Line of New York City and the 
Gulf Mail Steamship Company, Inc., of New Orleans, La. For 
vessels of Class 5 and vessels of Class 6 the Munson bid was 
$3.75 a nautical mile and $1.15 a nautical mile, respectively. 
The Gulf company’s bid was $3.73 for Class 5, $1.18 for Class 6, 
and $6 for vessels of Class 4. 


NAVIGATION LAW CODIFICATION 


The bill (S. 5902) introduced by Senator Jones, of Washiné 
ton, just before Congress adjourned March 4, providing for 
codification of the shipping and navigation laws of the United 
States will not be printed at this time. Such a bill was printed 
in the Sixty-ninth Congress and it contained nearly 500 pages 
Question has arisen as to whether the public printer has author 
ity to print a bill of such magnitude that died with the close 
of the session March 4, and the matter is being studied with 
view of determining the form in which the bill should be printed 
and the time for printing. It is estimated that if the bill wert 
printed in regular bill form it would cost more than $10,000. 


OCEAN SHIPPING AND NEW ENGLAND 
Representative (Mrs.) Rogers, of Massachusetts, has brought 
to the attention of President Hoover the view of New England 
that it is being discriminated against in respect of ocean ship- 
ping service and ocean rates. In her opinion conditions in that 


part of the country would be improved if the situation could 
corrected, , 
























If you are interested in 


Industrial Plant 
Locations 


send for a copy of 
this interesting booklet... 


It is full of plain facts 
concerning 

low-cost production 
and distribution 


Real Recognition 
si — 
[Editorial in Charleston (W. Va.) Gazette] 


An authoritative and hearty endorsement of the Charleston 
area’s manifold advantages as an industrial district is con- 
tained in a beautifully printed and illustrated booklet being 
distributed by the Chesapeake and Ohio Railway. * * * In 
48 pages, by picture, graph, map and table, it sets forth the 
resources of the territory lying adjacent to the Chesapeake 
and Ohio Rails between the West Virginia border and Lex- 
ington and Maysville in Kentucky. 


The booklet, over the signature of the Chesapeake and Ohio 
Railway, declares this region to be ideal for a manufacturing 
center. As proof it cites the presence of raw materials, 
such as coal, oil, gas, water, and electric power, limestone, 
timber, salt, glass sand, and fire clay. Chemical analyses and 
technical facts concerning these materials are given. 


Another advantage on which the booklet lays great stress is 
the accessibility of the region, its proximity to other rail- 
ways, navigable rivers, markets, ports, and other raw ma- 
terials. Considerable space is given to the area’s invigorating 
climate and presence of skilled labor. * * * 


But perhaps the strongest argument advanced is the reminder 
of the amazing development of the Valley in the last few 
years and the prosperity of the factories located in it. 


The booklet’s appearance attracts the eye and 
its contents are convincing. It is no publicity, 
Propaganda bally-hoo. Its words have the ring 

of truth, * * * 


| seeeeereeseessenseeseseenecene: seesseceseceseneseceeeeeceanenneeee: 


INDUSTRIAL DEPARTMENT 
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Industrial Advantages 
Described in Booklet by C. & O. 


[Editorial in Huntington (W. Va.) Advertiser] 
Manufacturing possibilities along the Chesapeake and Ohio 
Railway in West Virginia and Kentucky are told in a booklet 
published and distributed by the railroad company. * * * 
In its foreword the railroad company says: 

“Viewed from the standpoint of general industrial possibility 
the territory served by the Chesapeake & Ohio Radway 
from Charleston, W. Va., to Portsmouth, Ohio-Kentucky, a 
distance of some 100 miles, is probably not equalled, cer- 
tainly not surpassed, by any other section of similar extent 
in all this country.” * * * 

The report compiled by the railroad company goes into the 
most minute detail of every phase or condition considered 
by an industry before selecting a location for operation. * * * 
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Th e RicHMonp, Va. 


CHESAPEAKE & OHIO | 
RAILWAY COMPANY | 


Company- . 


Please send me copy of your new booklet, as noted in Traffic World. 
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CONSTRUCTIVE STATION CASE 


The Traffic World Washington Bureau 


The general attitude of the Port Authority of New York, 
the truckmen and the Merchants Association of New York, in 
the arguments in No. 19715, constructive and off-track railroad 
freight on Manhattan Island, N. Y., and I. and S. No. 3100, 
covering tariffs proposing the abolition of the constructive sta- 
tions (see Traffic World, March 9), was in favor of a continu- 
ance of the existing arrangements. The Port Authority regards 
the present situation, notwithstanding the faults in it, as better 
than the one which it displaced and as affording a foundation 
upon which to build a terminal structure that will enable the 
metropolitan area to obtain the transportation facilities to which 
it is entitled. Wilbur LaRoe, Jr., speaking for the Port Au- 
thority, regarding the attitude of the New York Central as being 
opposed to progress, thereby, on rebuttal, drawing a sharp reply 
from Clyde Brown. The latter said it had joined with the other 
railroads in the filing of tariffs doing away with constructive 
stations and trucking in lieu of lighterage notwithstanding that, 
by reason of the trucking in lieu of lighterage, it had, increased 
its takings of Manhattan tonnage by 750,000 tons in 1928 as 
compared with 200,000 the year before and 100,000 in the first 
year of its operation. 

The Jersey shore lines which were accused of having started 


the fight by establishing constructive stations advocated their‘ 


abolition and a going back to the making of actual deliveries 
at pier and inland stations. They opposed the Commission’s 
going into the matter to any extent beyond its power to make 
orders. A. H. Elder, for the Central of New Jersey, advised the 
Commission to give no admonitions in matters as to which it 
could not issue orders. That is to say, inasmuch, for illustra- 
tion, the Commission could not order the establishment of a 
constructive station, it should not advise the carriers as to how 
they should meet the situation except within the scope in which 
its orders could operate lawfully. 

Parker McCollester, for the publishers of newspapers in the 
metropolitan area, suggested that the interests of shippers in 
New York required a settlement of the terminal problem. Some 
of his clients, he said, had kept their trucks for the hauling of 
newsprint notwithstanding the establishment of constructive 
stations, on account of the uncertainty as to their maintenance, 
although they could take delivery by the constructive station 
method at a saving of that expense. He saw no objection to 
any method of making delivery in the New York rate group 
that could not be shown to result in rebate to the shipper. He 
thought it not unreasonable for the Jersey shore lines to offer 


an allowance to consignees of newsprint paper who took de- . 


livery on the Jersey shore and carted their traffic to their own 
offices. That would not be unjust discrimination against pub- 
lishers in New Jersey, he said, because it was recognized that 
in a group adjustment the cost of every consignee therein of 
gétting his traffic to his own place of business would not be 
the same. New Jersey consignees, he said, in a number of 
cases, had contended that they should have something less than 
the Manhattan Island consignee because the cost of service to 
the carrier was something less. The Commission, he pointed 
out, nevertheless, had refused to break up the New York rate 
group. As to a number of commodities, he said, the carriers, 
in their tariffs, had offered to make deliveries of New York 
traffic in New Jersey and allow the consignees something for 
the part of the transportation cost assumed by them. The pub- 
lishers, he said, would not ask for an allowance great enough 
to cover the whole cost, to them, of making deliveries for the 
carriers. 

W. H. Chandler, for the Merchants’ Association of New 
York, an advocate of store door delivery, took the position that 
the Commission should not allow the railroads to return to 
their old and expensive methods of making deliveries on Man- 
hattan Island, but require them to continue, if they would not 
go to store door delivery, constructive station delivery, the 
foundation cost of which, he pointed out, was the seven cents 
per 100 pounds for getting the goods to the station on the island. 
The other methods, he said, were the trucking allowance which 
ran the cost up to 11 cents per 100 pounds and the float bridge 
method, costing, as he said, from $2.40 to $4 per ton. Store 
door delivery, he contended, was possible because it required 
no more than the zoning of the area and plussing the New York 
rate by enough to cover the cost of deliveries in each zone. 
Instead of being a complicated method, he contended that it 
was relatively simple and that Manhattan was the place where 
the experiment should be made. 


TRANSPORTATION OF EXPLOSIVES, ETC. 


More than 500,000,000 pounds of dangerous explosives, largely 
used for commercial purposes, were handled by the railroads of 
the United States and Canada in 1928 without death or injury to 
any person and with only a property loss amounting to $77, 
according to a report for the year of the bureau of explosives 
of the American Railway Association. This property loss was 
equivalent to an average of less than one-tenth of a cent per car. 
“The remarkable performance of the railroads in 1928 in 


THE TRAFFIC WORLD 








Vol. XLII, No.1) 





handling this enormous movement of explosives was brought 
about largely by the cooperation of the manufacturers ang th 
carriers, together with thousands of factory and railway mi 
ployes in the careful packing, loading and transporting of : 
commodity which constitutes one of the greatest potentia] haz- 
ards the railroads are called upon to move,” says the associa. 
tion. 

“In connection with the transportation of more than 500.- 
000,000 pounds of explosives, only twelve accidents occyrrea 
all of which involved so-called ‘luxury’ explosives, that is, those 
intended for amusement purposes—toy torpedoes and toy 
In a majority of instances, these accidents resulted from the 
dropping of packages. 

“Fifteen fatalities resulted from accidents involving ship. 
ments of inflammable liquids, gasoline accounting for ten, 
these ten, eight occurred in one tank car wreck followed 
fire, the eight being tramps riding in a box car which burneg 
Five other persons lost their lives in two freight wrecks ig 
which cars of crude oil were burned, three employes in one cage 
being trapped by flames during the clearing of wreckage ang 
in the other case two trespassers lost their lives. Of the fifteen 
persons who lost their lives as a result of the ignition of jp. 
flammable liquids while in transit, ten were trespassers, 

“While the railroads also handled 1,928 millions of pounds 
of acids, compressed gases, corrosive and poisonous liquids, ang 
scores of other semi-dangerous articles, reports show that no 
person was killed as a result of accidents involving the move 
ment of such hazardous commodities.” 


INTRASTATE REPARATION 


The Commission, by division 3, in Ex Parte 88, has cited the 
defendants in Ohio Public Utilities Commission reparation claim 
No. 563, to show cause, not later than March 28, why it should 
not approve an award of reparation for $1,302.16 on account 
of unreasonable rates on sheet bars, from Youngstown to Nev. 
ton Falls, O., in the guaranty period between March 1 and 
August 31, 1920. The Newton Steel Company has asked the fed- 
eral body to approve the award of the Ohio commission pursuant 
to the decision in Reparation on Intrastate Traffic, 122 I. ¢. ¢, 
443. 

The Commission, also, in Ex Parte 88, has approved the 
authority granted to the Burlington, by the Missouri Public 
Service Commission, to make reparation to the Bluff City Shoe 
Company, down to the level of a rate of 12.5 cents on boot and 
shoe findings, from St. Louis to Hannibal, Mo., shipped in the 
guaranty period. The Burlington asked for the approval of 
the Missouri commission’s Authority No. 809, issued in 1922. 


N. C. & ST. L. ABANDONMENT 


The Commission, by division 4, has authorized the Nash- 
ville, Chattanooga & St. Louis to abandon that part of its mid- 
dle Tennessee and Alabama branch, about 36.91 miles long, ex 
tending from Fayetteville, Tenn., to Capshaw, Ala., the certif- 
cate to become effective 30 days after the service of the report. 
The applicant’s investment ‘in the branch is said to be some 
thing like $450,000. In the first ten months of 1928 it hauled 
325 passengers and in 1927 its freight tonnage amounted to 
10,526 tons. Its operating ratio, according to the report, was 
about 400 per cent. 

The branch was part of the proposed Decatur, Chesapeake 
& New Orleans, built from Gallatin, Tenn., to Decatur, Ala. a 
distance of about 135 miles. The road was sold at foreclosure 
in 1893 and again in 1897, the N. C. & St. L. acquiring it in 
that year at a cost of $300,000. The N. C. & St. L., which now 
says the project was poorly conceived and doomed to failure 
from the start, added new construction to the line it bought at 
judicial sale, hence the larger investment of $450,000, which 
becomes a loss. 


RAILS GIVE WAY TO WATER AT ST. LOUIS 


The total tonnage received at St. Louis, Mo., in 1928 was 
1.7 per cent less than in 1927, and tonnage forwarded showed 
an increase of .4 per cent, according to a report of the traflic 
bureau of the St. Louis Chamber of Commerce, covering the 
inbound and outbound traffic handled via the railroads and 
water lines. The figures indicate a substantial increase in tot 
nage handled via the water lines. A summary, comparing the 
relative volume of tonnage in 1928 with that of 1927, follows: 


Total rail tonnage— Decrease Increase 
NS ere ree ee 9% oes 
Porwarded from St, Lowle.. <i .....cccccscscccee aoe 3% 

Total river tonnage— 

PRCRN EE ee EO: PER a god sings 5s 80 4000s sn rsewes ae 15.2% 
Perwarded frten Wi. BOWie. 4.5.04. 6000000000000 cae 8.9% 
Total tonnage— 


ES Pe 2” re errr 1.7% % 

Par wannen Broth THE... CBs ic dv cc cc ctcecccesecs he A 
Tonnage of railroads paralleling Mississippi River— 

TE GE INE. TIE, oe si vcd bts Sos 5 o0d-4006 000 ee 208 


Porwaraed from Sl. LOMB. ocscccccciviccseoeseces 


The receipts by rail in 1928 amounted to 43,917,194 tons 
Outbound rail shipments amounted to 32,861,337 tons. Rive 
tonnage received ih 1928 amounted to 343,672 tons, according 
to the report, and outbound shipments to 339,279 tons. 
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| Personal Notes | 


0 


William H. Skillen has been appointed general western 
agent, Boston & Maine, at Chicago, succeeding T. D. Elliott, 
who died. 

C. N. Richards, chief of tariff bureau, Wabash, at St. Louis, 
has been appointed assistant general freight agent, succeeding 
W. E. Mattox, who has leave of absence because of illness. 
L. W. Cole has been appointed chief of tariff bureau, succeeding 
Mr. Richards. 

Cc. L. Outen has been appointed traveling freight agent, 
Virginia Railway, at Columbia, S. C. 

Thomas V. Farabee has been appointed freight traffic agent, 
N. C. & St. L., at Louisville, Ky. 

Joseph C. Manning has been appointed commercial agent, 
C. & E. I., at Memphis, succeeding C. F. Mowbray, resigned to 
accept service with another company. 

J. A. Werne has been appointed general agent, Great North- 
ern, at New York. W. B. Hartz has been appointed commercial 
agent at New York, succeeding Mr. Werne. 

Harry M. Slater, chief rate expert, Illinois. Commerce Com- 
mission, has resigned, effective May 1, to enter other business. 

Royal E. Cook, traffic manager, H. J. Heinz Company, and 
general chairman of the Allegheny Regional Advisory Board, 
and A. R. Kennedy, traffic manager, Pittsburgh Steel Company, 
member of the executive committee of the board, discussed the 
workings of the board over radio station WNBO, Washington, 
Pa., March 14, at the invitation of the chamber of commerce. 

Martin F. Smith, formerly an examiner with the Commis- 
sion, and more recently assistant to the executive secretary 
of the National Industrial Traffic League, has been appointed 
secretary of Southern Minnesota Mills, with offices in Minne- 
apolis. He succeeds C. T. Vandenover, who has accepted an 
executive position with the International Milling Company. 

L. N. Conyers, for the last ten years traffic manager for the 
Arcady Farms Milling Company, Kansas City, Mo., has resigned 
to become traffic manager for the Pennsylvania Petroleum 
Company, North Kansas City, Mo. 

James L. Wells has been appointed assistant general freight 
agent, Atlantic Coast Line, at Miami, Fla. E. B. Lawrence has 
been appointed commercial agent at Sanford, Fla. E. E. Gra- 
ham has been appointed commercial agent at Wilmington, N. C. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of New Orleans will hold a luncheon at 
the Hotel Roosevelt March 18. Nicholas Bauer, superintendent, 
New Orleans Public Schools, will give an illustrated address 
on “The Indian in Song and Story.” 





The Traffic Club of St. Louis will hold “Missouri Pacific 
Day” at the Jeffersonian Hotel March 18. St. Patrick’s Day 
will be celebrated and the ladies are invited. 





The Milwaukee Traffic Advancement Club, “an organization 
composed of representatives of industrial concerns and railroads 
in Milwaukee, founded for the purpose of discussing transporta- 
tion problems of mutual interest,” will hold its first annual 
banquet at the Hotel Wisconsin March 25. Officers will be 
elected. George A. Shaughnessy, judge of the Municipal Court, 
will be the principal speaker. B. F. Springer, secretary of the 
J. Schroeder Lumber Company, will be toastmaster. An invi- 
tation has been extended to the Milwaukee Traffic Club, the 
Northwest Traffic Association, and to others interested in 
transportation. 





The Grand Rapids Transportation Club will hold a dinner 
meeting at the Rowe Hotel March 21. Rabbi P. F. Waterman 
will be the speaker. 





The Portland Industrial Traffic Club held its monthly meet- 
ing at the Nortonia Hotel March 4. 





The monthly meeting of the Traffic Club of Jacksonville 
at the Carling Hotel, March 11, was the best attended of any 
of the meetings of the club. W. L. Stanley, vice-president of 
the Seaboard Air Line, was the principal speaker. He dis- 
cussed motor truck competition with the railroads and other 
matters of local interest. Short talks were made by Col. Wil- 
liam E. Kay, general solicitor of the Atlantic Coast Line, and 
Charles E. Muller, president of the club. 





The Birmingham Traffic and Transportation Club will hold 
a bridge party and “Bowery” dance at the Hollywod Country 
Club March 19. Bridge and costume prizes will be awarded. 
Virginia Mayfield will have charge of the bridge games. 





Dinner will be served and there will be dancing at the 
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“St. Patrick’s Party” of the Traffic Club of New York 
16. The monthly meeting will be held in the club room 
the Park Central Hotel March 26. 8 at 





It was erroneously shown in this column of The 
World of March 9 that D. R. Crowley, delegate to the any 
meeting of the Associated Traffic Clubs of America of the _ 
Wayne Transportation Club, was connected with the New Yor: 
Central. He is division freight agent of the Nickel Plate. . 





The Traffic Club of the Rochester Chamber of Commer 
had as its guest and speaker, at a dinner-meeting March r 
Thomas Arthur Moffet, freight traffic manager in America 
the London, Midland and Scottish Railway. He described the 
origin, growth and development of European railways in a 
parison with those in this country. “Buffalo, Rochester ¢ Pitts. 
burgh Railway Night” will be held April 11. 





The Transportation Club of St. Paul held a luncheon a 
the Union Depot Dining Room March 12. A. V. Junkin, attorney 
spoke on “Modern Blue and Moral Laws.” A dance will be 
held at the Weequah Country Club March 16. 





Miss Jessie G. Inglis, of Norton, Lilly & Co., hag begp 
elected president of the Woman’s Traffic Club of San Francisco 
She will represent that organization at the annual meeting 
of the Associated Traffic Clubs of America at New York in April 
The annual dinner and installation of officers will be held at 
the Clift Hotel March 21. The program includes a number 
of talented artists and an orchestra for dancing. A group of 
the members attended the fifth birthday dinner of the Business 
and Professional Women of Palo Alto March 2. Margaret Mary 
Morgan, of the printing company bearing her name, was the 
honor guest and made a short address. 





The Traffic Club of Chicago will hold a luncheon at the 
Palmer House March 21. H. G. Moulton, president, Brookings 
Institution, Washington, D. C., will speak on “Economic Fea. 
tures of the Proposed St. Lawrence Waterway.” 





The Los Angeles Transportation Club will hold a St. Pat. 
rick’s dinner dance at the Alexandria Hotel March 16. The 
Women’s Transportation Club of Los Angeles, Rail and Water 
Club, Southern California Passenger Association and Foreign 
Trade Club have been invited. A reception will be held in the 
club rooms, following which there will be dinner and dancing. 





The Oklahoma City Traffic Club will hold a banquet in 
honor of George A. Blair, general traffic manager, Wilson & 
Co., Chicago, May 1. 





A. A. Luttrell, secretary-treasurer of the Traffic Club of 
Kansas City, and George F. Macgregor, former president, will 
represent that organization at the seventh annual meeting of 
the Associated Traffic Clubs of America at New York April 10 
and 11. 





The San Antonio Traffic Club held a “Del Monte Day’ 
luncheon at the Y. M. C. A. March 11. Ross Lovelace, Collins 
Company, was in charge of the program. Charles Bauer, state 
Del Monte representative, was the speaker. 





The Traffic Club of Sioux City will hold its “Annual Grain 
Exchange Dinner Night” at the Chamber of Commerce Club 
rooms March 20. C. H. Dietrich, freight claim agent, C. M. 
St. P. & P., Chicago, will be the principal speaker. 





The Oil City-Franklin Traffic Club will hold its seventh 
annual dinner in Franklin, Pa., March 27. John ~ G. Cooper, 
member of Congress from the eighteenth district, Youngstow!, 
O., will be the principal speaker. 





The Traffic Club of New England will hold its monthly 
dinner at the Copley-Plaza March 19. Major Charles E. Me- 
Cullough, general passenger agent, Pennsylvania, Washington, 
D. C., will speak on “Linking Air and Rail Transport.” Musical 
entertainment will be provided. 


CHICAGO SHIPPERS’ CONFERENCE 


Disagreement with the wisdom of the Commission’s recetl 
decision in fourth section application 12725, lumber from the 
Pacific coast south territory to central territory, in which per 
mission to maintain fourth section departures in the interest 
of maintaining the existing group adjustment was denied, was 
expressed at the monthly meeting of the Chicago Shippers 
Conferenc Assocation, March 13. A motion was adopted pro- 
viding for a petition to the Commission seeking reargument 0 
the case. 

The subject that received the most attention at the meeting 
was that of the issues involved in the hearing in ex parte ( 
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having to do with the time limit in which freight charges must 
be settled for, which is set for April 19, at Washington. That 
was the subject of considerable discussion at the last monthly 
meeting. 

“TI think it is safe to say that the great majority of shippers 
cannot comply with the present time limit,” said J. H. Beek, 
executive secretary of the Natonal Industrial Traffic League. 
As a result of the investigation being conducted, he held, the 
rules would either be modified to make them workable or they 
would be “enforced to the letter” as they are. And it was his 
opinion that enforcement of the present rule with its 96-hour 
limit would be a serious burden on commerce. Referring to a 
disinclination on the part of shippers to cooperate in supplying 
testimony necessary to bring about the desired extension of the 
time limit to a week, he emphasized the importance of making 
the best possible case at the coming hearing. He said he was 
advised by counsel that admission on the part of shippers that 
they had not been able to operate in accordance with the rule 
could not serve as a basis for indictments, as the responsibility 
for complying with it lay with the carriers. 


Referring to efforts that had been made to get the Com- 
mission to change its action with respect to withdrawal of the 
conference rulings, Murray N. Billings, traffic manager, Illinois 
Steel Company, said that one of the effects of the withdrawal 
was going to be a great increase in overcharge claims due to 
misrouting. He said the carriers were instructing their employes 
not to use the conference rulings as a basis of settlement of 
disputes. Previously, when there was a case of misrouting and 
the carrier admitted it, the carriers had a way out, he said, but 
that was no longer the case. In every case where the carriers 
misroute a shipment, and they admit it, he said, there will be 
no way to get a refund except through filing a case with the 
Commission. “That is one instance in which the shippers will 
be affected,” he concluded, “and to their disadvantage.” 

A resolution was adopted providing that a letter be sent to 
the Shipping Board with reference to its efforts to dispose of 
its ships, advising that the interests of the mid-west required 
that in disposing of Gulf lines, other things being equal, prefer- 
ence be given to bids that would keep the ownership at the 
Gulf ports. 

W. F. McAfee, general motor truck sales manager, Interna- 
tional Harvester Company, spoke on “The Regulation and Gen- 
eral Development of Motor Transportation,” before the regular 
business was taken up. 


NEW YORK SHIPPERS’ CONFERENCE 


The Shippers’ Conference of Greater New York has named 
a committee of three to represent its interests in the hearings 
before the Commission in New York April 4 and 5 on less than 
carload container freight rates. F. A. Parker, transportation 
engineer, was named chairman of the committee. 

William H. Chandler, manager of the traffic bureau of the 
Merchant’s Association, was unanimously elected chairman of 
the conference. This makes his third year of office. The other 
officers selected are: Rollins White, first vice-chairman; 
Charles W. Braden, second vice-chairman; G. M. Loeffler, Jr., 
treasurer, re-elected; George T. Stufflebeam, who succeeds P. 
W. Moore, resigned, as secretary. Chairman Chandler called 
the attention of the conference to an attack that had been made 
on the American Express system as being negligent in settling 
claims. The attack had been circulated by an attorney. 

A resolution adopted declared that the attack was totally 
unjustified in the experience of members who found that claims 
were fairly and reasonably settled in due course. 

The New York Central Railroad will not carry out its 
threat recently expressed by one of its counsel at a hearing 
before the Commission in Washington on the constructive de- 
livery question, that as the railroad had been insulted by the 
Port Authority’s counsel it would not confer with the Port Au- 
thority any more on the inland stations plan which the rail- 
roads have recently been discussing, was the view of C. P. 
Hedden, traffic manager of the Port Authority. He said the 
record would show the railroad had not been insulted, and that 
there was a misunderstanding on the subject. Nothing more 
has been said by the railroad on the matter. The alleged 
affront to the railroad consisted in the charge that the New 
York Central Railroad was trying to kill trucking freight in 
New York. 

The conference adopted a resolution approving the efforts 
of the Port Authority to encourage the formation of a live 
organization of shippers and others interested in the welfare 
of the Port of New York, to take steps to protect the port 
from the attacks of other ports that sought to divert traffic to 
their own territory by taking it away from New York. It was 
resolved to support such a movement of defense in the inter- 
ests of the port. 

It was reported that no changes had been made in practice 
by the railroads of trucking in lieu of lighterage, excepting that 
the New York Central has reduced its allowance to truckmen 
contractors. 

It was recommended by Chairman Chandler that no action 
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be taken in the matter of eastern class rates pending a rey. 
enue test next month, as it could not yet be determined whether 
the rates are too high or too low. 


OHIO VALLEY BOARD 


The twenty-first regular meeting of the Ohio Valley Ship- 
pers’ Advisory Board will be held at the Deshler-Wallick Hotel 
Columbus, O., 9:30 a. m. (Eastern Time), April 9. Chairmen 
of the twenty-four commodity committees will report on gen- 
eral business conditions, railroad transportation requirements 
and present a business forecast for the months of April, May 
and June. 

The Columbus committee on arrangements, headed by J, 
Harris, traffic manager, Jeffrey Manufacturing Company, has 
been busy arranging the details for the meeting as well as 
completing a program for the evening. At 6:30 p. m., following 
the board meeting, there will be a dinner at the Neil House 
given by the Columbus Transportation Club, complimenting the 
board. The principal speakers will be Myers Y. Cooper, Qoy. 
ernor of Ohio, and Ted Robinson, “Philosopher of Folly,” Cleye. 
land Plain Dealer. 

The present membership of the board is 2,379. 
attendance at the meeting is expected. 


ALLEGHENY ADVISORY BOARD 


The ninth regular meeting of the Allegheny Regional Ad. 
visory Board will be held at the George Washington Hotel, 
Washington, Pa., March 21. In addition to the reports of the 
commodity committees estimating activity in their individual 
lines for the second quarter of the year and of the railroad 
representatives as to condition of equipment and other mat- 
ters, the docket includes the following: Opening statement 
by general chairman, Royal E. Cook; report of executive com- 
mittee, R. Bruce Robinson; report of railroad contact com- 
mittee, F. G. Minnick; report of general conditions throughout 
the country, W. J. McGarry; district manager’s report, C. F. 
Wolcott; report of special committee on clean cars and tare 
weights, A. R. Kennedy, and report of freight station section, 
George F. Wagner. 

The executive committee and railroad contact committee 
will hold a joint session March 20. 

The Washington Chamber of Commerce has issued an 
invitation to members of the board to be its guests at a dinner 
the evening of March 20. Dr. S. S. Baker, president of Wash- 
ington and Jefferson College; Henry W. Temple, member of 
Congress from Pennsylvania, and Strickland Gillilan, humorist, 
will be the speakers. 


SOUTHEAST ADVISORY BOARD 


Commodity committee reports presented at the twenty-fifth 
regular meeting of the Southeast Shippers’ Advisory Board at 
Montgomery, Ala., March 8, were optimistic as to economic con- 
ditions in the territory. 

T. C. Powell, Chicago, president of the C. & E. I., was the 
principal speaker. His subject was “Railroad Consolidations.” 
Other speakers were A. G. T. Moore, traffic manager, Southern 
Pine Association, New Orleans, and L. N. Duncan, director of 
extension, Alabama Polytechnic Institute, Auburn, Ala. S. L. 
Yerkes, vice-president, Grider Coal Sales Agency, Birmingham, 
Ala., general chairman of the board, presided, assisted by 
Thomas J. Burke, commissioner, Charleston Traffic Bureau, 
Charleston, S. C., vice-chairman of the board, and E. Del Wood, 
traffic manager, Chattanooga Manufacturers’ Association, Chat- 
tanooga, Tenn., general secretary. 

President Powell discussed legislation bearing on railroad 
consolidations and the economic consideration involved. In part, 
he spoks as follows: 


I believe that the modern theory of consolidation is conceived in 
the interest of the public. It rests upon the thought that it is possible 
to assemble the railroads of the United States into a limited number 
of systems so planned as to group under one management for each 
system the roads which will give to each direct access to a great 
diverity of freight and passenger traffic, and thus minimize the 
hazards which now result from labor troubles and from the violent 
or unexpected increase or reduction in the public demand for goods 
and also as protection against abnormai fluctuations in the tonnage 
volume of the major crops originated in the farming areas. 

This theory also proceeds on the belief that the public will be 
directly and continuously benefited by the fact that this facility will 
insure a progressive, competent and competitive transportation serv- 
ice at rates which will produce the maximum net return to te 
shipper and carrier and will provide the greatest expedition consistent 
with the comfort, convenience and safety of the traveler. 

Each system must be so strong and self-reliant as to be able to 
withstand the vicissitudes resulting from all kinds of depressions 
and disturbances; and this means that a successful rail system must 
combine the movement over a wide area of farm products, raw a 2 
terials used in manufacture and the products of manufacture of_vari- 
ous descriptions with a reasonable proportion of passenger traffic. 1a 

Bringing about this consolidation, President Powell said it bee 
necessarily mean the abandonment of many of the short or unprofit- 
able lines. 

A summary of the reports of the commodity committees 
comparing the volume of shipments expected in the coming 


period with that of last year, follows: 
Industrial: Based on their volume of business in the correspond- 
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SOME ONE 
IS TO BLAME FOR 
ROUGH HANDLING 


Do You Want to Learn Who? 


Would you like to cut down damage losses, 
business losses, delays and ill will? 


STOUT IMPACT RECORDERS 


provide the unmistakable evidence you need. 
They show exact date, time and severity of 
every shock. 
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This specimen shows Recorder placed in operation on 
Jan. 30, at 10 a. m. At 10:32 a. m. an impact at 8 miles 
per hour is recorded. At 11:17 a. m. there was a shock 
at 6%4 miles per hour, and at 12:14 p. m. one at 5 miles 
per hour. 
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ing period of 1928, the alcohol, aluminum, brick, clay and clay prod- 
ucts, coal and coke, furniture, petroleum and products, pulp, paper 
and products industries anticipate increases in the next three months 
ranging from 5 to 10 per cent. The iron and steel, lumber and forest 
products, miscellaneous and sugar, syrup and molasses and textile 
industries expect. records equalling those of 1928. Volume of business 

fe .in the cement and crygshed stone, sand, 


less than in 3928-is expec e 
gravel and slag industries, e. primarily to decreaS®@, if. road building 
programs. 


Agricultural: Production and movement of fresh fruits and vege- 
tables, based on acreage and intended plantings, is expected to 
exceed that of last year by 9 per cent, except an anticipated reduction 
in potato acreage, which will bring that movement about 10 per cent 
under 1928. Movement of fertilizer and materials is considerably 
behind same period of 1928, mainly due to late start. The total 
volume, however, for the entire season is expected to be about the 
same as last year. Production of grain is expected to be 5 per cent 
greater and the movement of flour, meal and other mill products 
should show a similar increase, particularly in view of the rapid 
development of the dairy products industry. Movement of cotton 
and cotton seed and products in April, May and June is rather light; 
however, it is believed that the total movement for the 1928-29 
season will equal that of the preceeding season. 

The aluminum industry reported maximum production, while the 
coal and coke,-. machinery, fertilizer, furniture, iron and steel and 
lumber and forest products industries reported their production be- 
tween 75 and 90 per cent of capacity. Sub-normal production was 
reported by the cement industry, abnormal in the petroleum field and 
normal in all other lines. 

Improved markets were reported by the alcohol, brick, clay and 
products, furniture, iron and steel, lumber and forest products, 
machinery, petroleum and products, and sugar, syrup and molasses 
industries. All others reported normal conditions. 

Sub-normal stocks were reported by the coal and coke, furniture, 
grain and grain products, iron and steel industries, with stocks of 
cement and lumber and forest products reported under those of 
last year. Ample and normal stock were reported by all other 


industries. 
Activities of the brick, clay and products industries which, were 


considereably below normal last year, show signs of recovering and 
normal stage of production, markets and shipments expected to be 


regained this year. 
Production of cement in 1928 was 1.6 per cent and shipment 2.1 


per cent heavier than in 1927, 

Preliminary summary of survey covering the lumber situation 
indicates that the demand in 1929 will exceed that of 1928. 

The total value of the principal crops produced in the southeastern 
states in 1928 shows a decrease of $112,741,000, or approximately 8 
per cent, compared with 1927. 

Retail trade shows an increase in 1928 sales of 1 per cent, and 
wholesale less than 1927. Savings deposits in 1928 were 1 per cent 
under 1927 and debits to individual accounts averaged 2 per cent less. 


NUMBER RAILROAD EMPLOYES 


Class I railroads at the middle of January had 1,594,746 
employes, a decrease of 1.21 per cent as compared with the 
number at the middle of January, 1928, and a decfease of 7.51 
per cent as compared with the number at the middle of Jan- 
uary, 1927, according to statistics compiled from carrier re- 
ports by the bureau of statistics of the Commission. 

By groups the number of employes the middle of January 
this year was as follows: Executives, officials and staff assist- 
ants, 16,870; professional, clerical and general, 267,545; main- 
tenance of way and structures, 333,732; maintenance of equip- 
ment and stores, 454,978; transportation (other than train, en- 
gine and yards), 190,622; transportation (yardmasters, switch 
tenders and hostlers), 21,829; transportation (train and engine 
service), 309,170. 


RAIL FUEL ECONOMIES 


A new low record in fuel conservation by road locomotives 
was established by the railroads of this country in 1928, ac- 
cording to complete reports for the year compiled by the car- 
riers, according to the American Railway Association. 

“An average of 127 pounds of fuel was required in 1928 
to haul one thousand tons of freight and equipment, including 
locomotive and tender, a distance of one mile,” it says. This 
was the lowest average ever attained by the railroads since 
the compilation of these reports began in 1918, being a reduc- 
_ = four pounds under the best previous record established 
in 1927. 

“The railroads also established a new low record in the 
conservation of fuel used in passenger service, an average of 
15 pounds being required to haul each passenger train car one 
mile, compared with 15.4 pounds in 1927. 

A steady increase in conservation of fuel has been brought 
about by the railroads each year since 1920. This has been 
accomplished partly as a result of the construction of improved 
locomotives designed to furnish increased tractive power with 
reduced fuel consumption. In addition, elimination of many 
delays, due to the better physical condition of equipment and 
improved methods of operation, has also done much to bring 
about -increased fuel conservation.” 


GOOD ON INLAND WATERWAYS 
Secretary of War James W. Good, in a brief statement this 
week on inland waterway development, said improvement of 
the inland waterways system would be of great importance 
to agriculture, business and industry, and the country as a 
whole. He said the purpose of the department would be to 


hasten inland waterways development as rapidly as consistent 
with a sound administrative policy. 
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In'this department will be answered questions of both 
practical nature that i dealing with traffic. .A 
On interstate commerce law, whois a member of our legal 
will give his opinion in answer to any -_ ¢° question relating to the 
of interstate transportation of freight. A traffic man of long experj 
and wide knowledge will answer questions relatin 

roblems. We do not desire to take the place of t 
help him in his work. 

- The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington. D. c. 
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Damages—Incidental Expenses of Claimant 


Missouri.—Question: We have noticed in the questions ang 
answers column of The Traffic World, at different times, the 
discussions relating to the measure of damages, but so far no 
point has been raised which clarifies the matter we haye up 
with the railroads at the present time. 

The filing of loss and damage claims necessitates congig. 
erable time in the preparation thereof, and it is our opinion 
that we are within our rights in passing this cost on to the 
railroads. 

By way of explanation of the time and expense incurreg 
to conform to the railroads’ demand in the presentation of g 
claim for loss or damage: 

First, the original bill of lading is required which on ap 
outbound shipment necessitates the dictation and typing of a 
letter to consignee requesting same, consuming the time 
of two persons, stationery and stamp, aside from messenger’s 
time in posting, or, in case same was not mailed to consignee, 
the filing clerk’s time is consumed in locating same in files: 
second, the original paid freight (destination) bill is required, 
which also requires the dictating and typing of a letter to econ. 
signee, requesting same, consuming the time of two persons, 
stationery and stamp, aside from messenger’s time in posting: 
third, the original invoice or certified copy is required, which 
consumes the time of a filing clerk to locate, a stenographer to 
type copy of, and an official to certify the same; fourth, a 
special form is required upon which must be shown all par 
ticulars regarding claim, requiring the time of one person, 
stationery and stamp, aside from messenger’s time in posting; 
fifth, if, after all of above has been done, claimant is not suc 
cessful in securing the original bill of lading, or the original 
paid freight bill, he is furnished an indemnity bond to execute, 
which requires the time of one person, stationery and stamp, 
aside from messenger’s time in posting; sixth, it is usually the 
case that the railroads request from time to time, some adéi- 
tional information, which requires the services of two or more 
persons to satisfy; seventh, in some instances of partial or 
complete loss, the portion lost is replaced, necessitating a com- 
plete additional routing of transaction between shipper and 
consignee; eighth, in some instances the consignee may have 
been compelled to purchase the product elsewhere, or become 
angry at shipper and refuse to purchase any more of product, 
then a loss of business on the part of shipper is sustained; 
ninth, in some instances the shipper may suffer a loss of busi 
ness, through railroads unnecessarily delaying shipment in 
transit, yet refuse to acknowledge it, and refuse to pay claim 
or make settlement on a fifty-fifty basis; tenth, in some it 
stances, where shipment is damaged and partial loss sustained, 
consignee often refuses the damaged portion and shipper é 
required to pay the return charges. 

Of course, there are numerous other circumstances which 
might arise, but the above outlines those most frequently 0 
curring with us. 

This is an additional cost to us and is over and above ow 
overhead expense, which we figure at 20 per cent; therefore, We 
likewise have been basing this cost at 20 per cent, and several 
railroads do not question this additional expense, while others 
contest same. 


Will you kindly answer if this is a fair per cent or to 
high or too low, and, if it isn’t justifiable, with citations 7 
rulings thereon? 

Answer: We are not aware of any decisions of the courts 
in which the cost of preparation and the filing of claims, which 
are covered by items one to seven, inclusive, of your letter, have 
been allowed as an element of damages. As to the elements 
represented by items seven to ten, inclusive, we direct you 
attention to our answer to “North Carolina,” on page 106 of 
January 12, 1929, Traffic World, under the caption, “Damages 
Consequential.” 

In the absence of decisions of the courts allowing the item 
above set forth as expenses involved in the preparation @ 
filing of claims, necessarily it is a matter for the individual 
carrier to decide whether they shall be included in the amoutt 
of a claim. Twenty per cent seems to be a fair per cent, # 
suming that this figure is a proper one for overhead 
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Developments 


Great and Sudden Growth in Aviation—Carriage of Mail, Express, and Passengers—Railroadg 
Making Joint Arrangements for Transportation of Passengers—No 
Threat to Them Felt as to Freight Traffic 


By Homer H. Shannon 


Whether Col. Charles A. Lindbergh is to be regarded 
as the author of the present wide-spread interest in aviation 
or only as an expression of a time that was ripe for what 
has come about, may not be easy to answer. But it is 
certain that, since he made his spectacular crossing of this 
country in two hops, as though only for momentum, and 
crossed the Atlantic in one, there has been an amazing 
expansion and blossoming in the use of heavier than. air 
machines for moving people and things about the country. 

Air transport has been said to be the fastest growing 
industry the world has ever known. Its prophets are not 
without facts and figures in which they take pride; indeed, 
they would have us believe that what has taken place in 
the last two years is hardly more than a beginning—a lusty 
beginning, yes, but hardly more than just enough to convey 
to the most alert imagination and informed mind what is 
to come. 

According to Irving W. Glover, first assistant post- 
master-general in charge of the air mail service, within the 
next five years all first class mail between cities will go by 
plane. Before the end of five years there will be five thou- 
sand mail planes in daily operation with clerks sorting the 
mail en route, he says. 

W. B. Stout, who organized the Stout Metal Airplane 
Corporation, which was taken over as a division of the 
Ford Motor Company, of which he is consulting engineer, 
speaking before the Great Lakes Regional Advisory Board, 
at Detroit, January 17, declared that it would only be a 
short time before it would be common to see planes in com- 
mercial service that would accommodate from fifty to a 
hundred passengers and fly from two hundred to three 
hundred miles an hour. In his opinion, air mileage over 
scheduled routes will more than double in the next year. 

One does not need to search for such statements. They 
appear to be the rule from men who have the most infor- 
mation on the subject. 

Physical changes in the character of civilization have 
come with such rapidity that people have largely lost their 
capacity for wonder. It was less than twenty-five years 
ago, in September, 1904, that the Wright brothers first suc- 
ceeded in making a turn in a heavier than air machine. The 
first experimental air mail line, between New York and 
Washington, 218 miles, was started May 15, 1918. The 
last of the government-operated mail lines was turned over 
to private operation September 1, 1927. On the same day 
air express service was inaugurated, the American Railway 
Express Company having contracted with four of the lines 
then handling air mail to effect the speediest possible move- 
ment of express. And in the last two years passenger 
service has been established in conjunction with the air mail 
and the air express service, and a large number of exclu- 
sively passenger services have begun operation. 


Present Status of Industry 


On January 15 there were 17,055 miles of wholly 
domestic air mail airways in operation, covering 37 states, 
with 108 scheduled stops. In addition to that, 1,061 miles 


were scheduled for early operation. ‘The mileage flown 
daily by mail planes over scheduled routes amounted to 
30,863 ; routes over which daily passenger service was pro- 
vided totaled 16,192 miles, of which 12,773 were in con- 
junction with the mail service. 


Total passenger miles flown 


daily are estimated as 33,458, with stops at 102 cities. The 
air express service extends to practically the whole of the 
routing on which air mail is carried and effectively blankets 
the country. A total of 19,254 miles of all airways, repre. 
senting no duplication, was in operation, with 40,061 miles 
flown daily. 

That, briefly, was the status of commercial flying the 
middle of the first month of this year. One of the most 
vexing difficulties in connection with writing an article of 
this sort is getting accurate and comprehensive figures, The 
industry is expanding so rapidly, so matiy new extensions 
of one sort or another are being planned and going into 
effect almost daily, that figures a month or two old lose 
much of their value. The date of compilation of any par- 
ticular set must be known if one is to correlate properly 
those obtained from different sources. The American Air 
Transport Association reports that new passenger services 
totaling 8,000 miles of daily operation will be put in opera- 
tion early this spring. Two years ago there were no pas- 
senger services available over daily scheduled routes, 

An effort was made to obtain figures on the present 
investment in the industry. An official of one of the largest 
air transport companies gave it as in excess of $100,000,000, 
that figure not including the huge sums tied up in municipal 
airports and other community and government aids. In 
addition, approximately $150,000,000 has been subscribed 
through various financing agencies for investment as early 
as possible, according to a reliable source—that in contrast 
to a total investment of about $5,000,000 in 1924, with 
money hard to get. However, further inquiry was made 
with reference to the present investment, after the first 
figures were obtained, and answers were gotten ranging 
from a half to three-quarters of a billion dollars. But the 
result of the last inquiry made was to get back to the figures 
first obtained, as representing the amount actually at work 
in the industry. Emphasis was laid on the fact that it was 
undergoing such a rapid growth that exact figures were 
elusive there, as in other phases of aviation activities. 


On March 5, it was announced in New York that plans 
for a two hundred million dollar organization to be known 
as the Aviation Corporation had been consummated, to 
acquire interests in at least six established air lines and 
manufacturing companies, and including in its directorate 
representatives of a number of railroads, steamship lines, 
and banking companies, as well as the aviation interests. 
The Missouri Pacific, Texas and Pacific, Denver and Rio 
Grande, Union Pacific, and Canadian Pacific are report 
as interested. Steamship companies represented on the board 
of directors are the Dollar Line, American-Hawaiuian, am 
Roosevelt. ' 

Compared with what has happened in the industry ™ 
the last two years, growth was slow, though steady, priof 
to 1927. Figures are perhaps the only means of adequately 
conveying that. Air mail carried in 1928 amounted to 
3,540,418 pounds, as compared to 1,449,364 in 1927, the 
1928 figure being 2.37 times that for 1927. More striking 
still, 2,271,885 pounds of the total for 1928 were carried 
in the last five months of the year (after the air mail rate 
was reduced, on August 1, from 10 cents to 5 cents for 
the first ounce), as compared to 1,268,533 pounds carried im 
the first seven months of the year. Planes in purely com 
mercial service over scheduled routes numbered 128 at the 
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end of 1927. At the end of 1928 there were 227. Civil planes 
in the country at the end of 1927 totaled 3,731, as compared to 
7,800 at the end of 1928. In the latter year mail planes flew a 
total of 7.5 million miles over scheduled routes; strictly passen- 
ger: flights of the same: category amounted to 2.5 million miles, 
The total for all flying is given as 60 million miles, 40 million of 
which was miscellaneous civil flying. 

By the end of 1920, air mail mileage had been extended from 
the 218 miles of the initial experiment of 1918 to 3,727 miles, 
with 20 stops; it amounted to 8,223 miles, with 54 stops, at the 
end of 1927, and, as already stated, had grown to 17,055 miles, 
with 108 stops, by the end of 1928. 


Air Express 


But what do the facts presented by past experience indicate 
with reference to future development and the direction that 
development is to take? The greatest expansion to date has 
been in the carrying of mail and passengers. To a lesser extent 
the indications are that a substantial air express business will 
be a part of the future traffic of the country. The business han- 


AMERICAN AIR TRANSPORT ASSOCIATION MAP 
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and moving picture films, valuable papers, bank clearings, ladiey 
wear, electrotypes, advertising material, and court records, 


Future Expansion in Passenger and Mail Transport 


Even the most optimfstic .6f thosd!attively devoted to ithe 
development of commercial dir transport do not vision a time 
when any considerable quantity of heavy freight will be carried 
by planes. The railroads need fear no competition on that SCore 
they say. Although Mr. Stout, in the address previously referred 
to, said that “in five years 80 per cent of the high class drawing 
room traffic on the railroads will be going by plane,” he held 
that the time would never come, or at least there was no reagop. 
able basis on which it could be predicated, when the railroads 
would find that a new competitor for their freight tonnage had 
been developed in the plane. 

The increasing demand for speed in transportation is, of 
course, the secret of such commercial success as the air lines 
have already achieved and is the basis on which these predic. 
tions are founded. The time is rapidly approaching, if it is not 
already here, when air travel may successfully compete with the 


Seauvesron WAU: SPLOTTOWN 
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EXISTING COMMERCIAL AIR TRANSPORT ROUTES OVER WHICH DAILY SCHEDULE SERVICE IS OPERATED. EXPRESS SERVICE 
IS MAINTAINED ON ALL ROUTES OVER WHICH AIR MAIL 1S FLOWN, WITH ONLY ONE OR TWO MINOR EXCEPTIONS. SINCE 
THIS MAP WAS MADE THERE HAVE BEEN ONE OR TWO ADDITIONAL PASSENGER SERVICES INAUGURATED. 


dled by the American Railway Express Company in connection 
with air service last year produced revenue amounting to ap- 
proximately $300,000. Figures representing the number of pounds 
carried are not available, but, as the rate between Chicago and 
New York is 25 cents a quarter pound or a dollar a pound, that 
might be computed, roughly, to represent 300,000 pounds, though 
the actual figure would undoubtedly be materially under that. 
There is a steady and growing stream of express business 
via air, particularly between such points as New York and Chi- 
cago and the east coast and the west coast. When questioned on 
the point, a Chicago official of the express company said it was 
reasonable to expect that a large part of the less bulky business 
done by his company would, as a matter of course, go by air in 
the future, but that it was improbable that the heavier ship- 
ments would move that way, except in cases of emergency. 
When asked if the transfer of ownership of the company to the 
railroads, which took place March 1, would have any effect on 
plans for handling express by air, he replied that, so far as he 
knew, it would not, except for further extension of the service. 
A list of items that have been handled by air express in- 
cludes almost everything of reasonably small bulk that might 
conceivably be wanted at some time in a hurry. Some of those 
which most frequently move that way are jewelry, news reels 





railroads and other established means of transport in terms of 
safety and comfort. That involves a great deal more than the 
mere development of mechanically adequate planes. A compre 
hensive system of landing fields and properly marked and lighted 


‘airways must be developed, the weather service must be per 


fected, as well as radio communication for transmitting informe 
tion with respect to weather and other matters. 

A great deal of the primary work has been done. There 
are now 425 municipal airports and 942 other communities are 
building such fields. There are 325 private commercial fields, 
62 army fields, 17 navy fields, and, in addition, 256 so-called inter: 
mediate fields and 326 auxiliary fields, along established air routes. 
The latter are not fully equipped terminal fields, but are Pir 
marily for emergency and service use. Major airport improve 
ments planned for 1929 include the building of a huge munici 
field at Detroit 3.5 miles from the civic center, for which # 
$5,000,000 bond issue has been voted; St.-Louis is in the process 
of improving a 600-acre airport, and Indianapolis is to have ® 
thousand-acre tract seven miles from the heart of the city, 
will include modern administration buildings, paved runways, 
lighting equipment, weather bureau and other features, none of 
which were to be found at any airport ten years ago. ‘ 

Among passenger services recently begun is that of an In 
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Calmar Steamship Corporation 


CALMAR LINE—Coast-te-Coast—Via Panama Canal 
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No. Ship 
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6 CALMAR 
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Baltimore 


Sailed 

Sailed 

Sailed 
Mar.18 Mar.22 
Apr. 3 Apr. 7 
Apr. 18 Apr. 22 


May 3 May 7 
San Francisco 
Oakland 
Arrive— Depart 


Mar.15 Mar.18 
Mar.28 Mar.31 
Apr.12 Apr. 15 
Apr. 27 Apr. 30 
May 13 May 16 
May 28 May 31 
Junel2 Junel5 


Philadelphia Los Angeles 
Arrive— Depart Arrive— Depart Arrive— Depart 


Sailed 

Sailed 

Sailed 
Mar.24 Mar.30 
Apr. 9 Apr. 15 
Apr. 24 Apr. 30 


May 9 May15 


Portland 
Arrive— Depart 


Mar.21 Mar.22 
Apr. 3 Apr. 4 
Apr. 18 Apr. 19 
May 3 May 4 
May 19 May 20 
June 3 June 4 
Junel8 Junel9 


Sailed 
Mar.21 Mar.26 
Apr. 5 Apr. 10 
Apr. 20 Apr. 25 
May 6 May11 
May 21 May 26 
June 5 Juneil0 





Seattle 
Arrive— Depart 


Mar.24 Mar.26 
Apr. 6 Apr. 8 
Apr. 21 Apr. 23 
May 6 May 8 
May 22 May 24 
June 6 June 8 
June21 June23 


Calmar Ships Are Eq uipped With 
Cargo Handling Gear 
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tegrated air and rail service provided by Northwest Airways, 
Inc., a subsidiary of Transcontinental Air Transport, the organi- 
zation owned in part by the Pennsylvania Railroad. It provides 
daily service between the Twin Cities and Chicago, connecting 
with the C. M. St. P. & P., Great Northern and Northern Pacific 
at the Twin Cities and with the Pennsylvania at Chicago. The 
air link reduces the traveling time between the two terminals 
and points on either side approximately nine hours. The fare 
for the air portion of the journey is $35 and covers the transfer 
between the flying fields and railway stations and thirty pounds 
of baggage. Additional baggage is charged for at a rate of 
twenty-five cents a pound. Ford all-metal, cabin planes are used, 
having a capacity of 14 passengers, pilot, and reserve pilot. 

On January 29, Universal Air Lines inaugurated a passenger 
service between Cleveland, Chicago, and the Twin Cities, using 
F-10 Fokker planes that carry twelve passengers. The accom- 
modations include deeply upholstered chairs in a heated cabin, 
magazine racks, ash trays, a fully equipped lavatory and provi- 
sion for serving hot meals en route. Universal Air Lines also 
provides one link of an air-rail hook-up between Chicago and 
New York in connection with the New York Central. The sched- 
ule provides for departure from Municipal Air Port, Chicago, at 
4 p. m. (Central Standard time), arrival at Cleveland at 7:45 
(Eastern time), and arrival at New York, via the New York Cen- 
tral, at 9:50 a. m. 

These services are presented only as typical of what is 
already in existence. Other air-rail hook-ups in operation, for 
which a single ticket is sold covering both air and rail links, 
baggage and transfer between airports and railway stations, are 
as follows: Chicago to Salt Lake via the C. & N. W., thence via 
Western Air Express to Los Angeles or via Boeing Air Trans- 
port to San Francisco; Chicago to Detroit via Stout Air Lines, 
thence via Michigan Central to New York, and Texas and Pacific- 
Standard Air Lines, arrangement providing for air transporta- 
tion between El Paso, Tex., and Los Angeles, or between either 
of those points and Douglas, Tucson or Phoenix, Ariz. 

It might be mentioned that 18-passenger planes will be in 
service over a number of routes in the immediate future and 
that 25-passenger flying boats will be put into service between 
Detroit, Cleveland and Buffalo this summer, according to plans 
of the Detroit and Cleveland Navigation Company and Stout in- 
terests. The first consolidated ticket office was established at 
Chicago a few months ago and the first consolidated time table 
has just been issued by the American Air Transport Association. 


Pennsylvania-T. A. T.-Santa Fe Hook-Up 

One of the most important services to be available in the 
immediate future is the hook-up between Transcontinental Air 
Transport, the Pennsylvania and the Santa Fe, providing 48-hour 
coast to coast service, expected to begin operation in May or 
June. The eastern link will be the line of the Pennsylvania to 
Columbus, O., where transfer will be made to the plane on the 
westward trip, which will carry the passenger to Dodge City, 
Kan. The stage from Dodge City to Las Vegas, N. M., will be 
made over the rails of the Santa Fe, with air transportation from 
there to Los Angeles and San Francisco as the last link. The 
two rail portions of the journey will be made at night and the 
air links covered in the daytime. 

According to an address of C. M. Keys, president of Trans- 
continental Air Transport, as well as chairman of the executive 

_ committee of National Air Transport and has a number of other 
connections with aviation activities, the company was put to- 
gether on an estimated budget of $3,000,000, to which a contin- 
gency fund of $2,000,000 was added. Besides the necessary flying 
equipment, the program calls for the establishment or use of a 
first class flying field every two hundred or two hundred and 
fifty miles, the establishment of a detailed weather service that 
will adequately chart conditions over an area approximately 
100 miles wide and 2,000 miles long, with provision for radio 
communication with the planes and wire communication on land, 
as well as the rail-air transfer facilities. 

The Pennsylvania is constructing the first strictly rail-air 
transfer station at the municipal airport at Columbus. The air- 
port, now being developed by Columbus at a cost of $850,000, lies 
along the line of the Pennsylvania. The buildings and other 
facilities in connection with the transfer station will cost the 
Pennsylvania an estimated $56,000. 

In the opinion of Mr. Keys, the future will see the establish- 
ment of air transport in connection with rail transport “wherever 
such a conjunction will provide accelerated traffic.” In the 
course of time, he says, the air transport passenger line will not 
be a link between any two railroads or any three or four rail 
lines, but will simply be a link between centers of population. 


No Threat to Railroads 

He does not feel that the eventual result will be disadvan- 
tageous to the railroads. The acceleration of business that will 
result will more than compensate for any direct losses which the 
rail lines will suffer, according to him. In that connection he 
had the following to say: 

“Every measure that has ever been invented to accelerate 
communication between men has been, as it were, a cornerstone 
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of business. There is an axiom of business that motion makes 
money and the faster the motion the more money is made. The 
application of the airplane to commerce has: simply again accel. 
erated not only the communications between men, but also the 
movements of the men themselves from place to place and that, 
if I am not mistaken, cannot help but be a tremendous producer 
of tonnage of all sorts for the railroads.” 

He ventured the opinion that, to date, the freight depart. 
ments of the railroads had made more money, five or six times 
over, in the transportation of equipment, materials, finisheg 
products, gasoline, and oils for the automobile business than the 
passenger departments had lost to the automobile. To the direct 
contribution of freight tonnage made by the automobile industry 
itself, he said, should be added the tonnage developed as a regult 
of the incentive given to the construction of roads and bridges 
and the development of new territory. 


Night Flying Now Practical 


Another phase of the development of air transport in this 
country has to do with lighting the air routes and otherwise pro. 
viding for night flying. A report of the department of commerce 
states that approximately 9,000 miles of airways were equipped 
with intermediate and emergency landing fields and lighted by 
1,322 airway beacons at the end of 1928. There were, in addition, 
1,800 miles under contract, in various stages of completion. In. 
termediate fields are, wherever possible, placed thirty miles 
apart on direct air lines between the principal landing fields, 
and the airway beacons are so placed between these fields, at 
intervals of about ten miles, that under most weather conditions, 
immediately after passing one beacon, the pilot will be able to 
pick up the flash of the next beacon along his route. There are 
50 government airway weather reporting stations; 28 radio com- 
munication stations and 3 radio beacons. 

The development of night flying has proceeded with much 
greater vigor in this country than in any other. The longest 
lighted airway in the world is the New York-San Francisco route 
of 2,680 miles. Only two European routes are provided with night 
flying facilities. Approximately 15,000 miles of the daily total of 
40,000 flown in this country are covered at night. Of the total 
number of hours in the air of planes of one of the largest indi- 
vidual companies in the air transport business, National Air 
Transport, 45.7 per cent were finown at night in 1928. 

In addition to the network of purely domestic air routes that 
has been described, there are numerous foreign services. One 
operates between Laredo, Tex., and Mexico City. Another is 
scheduled for early operation between Brownsville, Tex., and 
Mexico City. One service is operating between New York and 
Montreal. There are three distinct services operating over the 
Caribbean Sea between Florida and such points as Havana, 
Cuba; Santa Domingo, Dominican Republic; Nassau, Bahama 
Islands; San Juan, Porto Rico, and Cristobal, Canal Zone. On 
the west coast there are one or two services that reach points in 
Mexico short distances below the California border, and there is 
a line between Seattle and Victoria, B. C. ' 

A recent newspaper story stated that construction of a float- 
ing airport, 300 miles at sea, half way between New York and 
Bermuda, isto be begun immediately by Henry J. Gielow, naval 
architects, retained by the Armstrong Seadrome Development 
Company, of Wilmington, Del. The field is to be 1,200 feet long, 
200 feet wide at the ends and 400 feet wide at the center. It 
will be held in place by chains 21,150 feet long attached to 
specially designed anchors; piling will extend 80 feet below the 
surface of the water. The plans provide for all equipment 
essential to a complete airport. The floating airport has been 
under consideration for a number of years. The fact that de- 
velopment has proceeded to the point of actual construction is, 
to say the least, stimulating to the imagination. What it will 
mean in terms of future transport, of course, depends on the 
result of the initial experiment. 


NEW COMPLAINTS FILED. 


NOTE—Items in the Docket marked with an asterisk (*) are — 
having been added since the last issue of The Traffic World. Conere 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


March 18—New York, N. Y.—Examiner Simmons: 
21658—L. Mundet & Son, Inc., vs. L. V. R. R. 
March 18—Argument at Washington, D. C.: 
20449—Walter Verhalen Co. et al. vs. A. T. & S. F. Ry. et al 
21268—National Petroleum Assn. vs. A. C. L. R. R. et al. 
March 18—Washington, D. C.—Examiner Berry: : ve 
21333 (and Sub. | 2 ad Association of America, Inc., et al. 
A. & B. B. R. R. et al. 
21699—Manhattan Rubber Manufacturing Co. vs. D. L. & W. R. RB. 
et al. 
March 18—Pittsburgh, Pa.—Examiner Kettler: 
21214 (and Sub. 1)—Vulcan Detinning Co. et al. vs. A. C. & Y. Ry. 


et al. 
20954—Metal & Thermit Corp. vs. N. Y. N. H. & H. R. R. et al 


March 18—New Orleans, La.—Examiner McChord: T. & 
21607—Louisiana Farm Bureau Federation, Inc., et al. vs. A. +: 
S. F. Ry. et al. 


March 18—Kansas City, Mo.—Examiner McGrath: 
21492—Dewey Portland Cement Co. vs. A. & E. R. R. et al. 
21500—Dewey Portland Cement Co. vs. A. & W. Ry. et_al. 1 
21604—Dewey- Portland Cement Co. vs. A. T. & S. F. Ry. et al. 
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Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 


From Philadelphia . . Wednesdays and Saturdays 
From Houston... .... Mondays and Thursdays 
Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
321 Commercial Trust Bidg., PHILADELPHIA, PA. 











NEW ORLEANS 


In the heart of the Commercial District 
we have a distributing depot for package freight, op- 
erated for the particular service of the traffic manager 
by a specialized organization that will handle orders as 
promptly and efficiently as your own shipping department. 
The most centrally located warehouse in the city 
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PANAMA MAILS. S. CO. 


Fast Freight and Passenger Service 
Scheduled Fortnightly Sailings via Panama Canal 
From SAN FRANCISCO and LOS ANGELES te HAVANA and NEW YORK 
EASTBOUND SAILINGS 
From San Francisco From Los Angeles 
Mar. 28 Mar. 30 












SB. B. CORRIBEBBA. .cccccccccccess e 

es - Pere Apr. 11 Apr. 13 
S. S. VENEZUELA .........0c00- .Apr. 25 Apr. 27 
S. S. GUATEMALA .............. May 9 i 11 


Also. regular sailings for Mazatlan, Champerico, San Jose de 
Guatemala, Acajutla, La Libertad, Cerinte, Amapala, Puntarenas, San 
Juan del Sur, Balboa and Cristebal (Panama), Buenaventura, Puerte 
Colombia and Cartagena, Celombia. 

Trens-Shipment at Panama for Seuth America and European Ports 

Through rail expert bills of lading issued in transcontinental 
territo: San Francisco and Los Angeles harbor honored to all 
West Mexican and Central American ports. 
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Omaha’s Largest 
Merchandise Warehouse 


offers to the public the IDEAL warehouse and 
distributing service in the Middle West. 


Merchandise Distribution and Warehousing. Ideal 
offices for brokers and branch managers. Central 
location. Reinforced concrete construction. Private 
trackage, no switching charge. Prompt city de- 
livery service. Pool cars distributed promptly. 


The Terminal Warehouse Co. 
Omaha, Nebr. MemberA.W.A. 11th and Jones St. 
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21635—Dewey Portland Cement Co. vs. C. B. & Q. R. R. et al. 
21682—-Dewey Portland Cement Co. vs. C. M. St. P. & P. R. R. et al. 
March 18—Phoenix, Ariz.—Examiner Smith: 
21606—Arizona Lumber & Timber Co. et al. vs. Apache Ry., et al. 
March 48—Portlafid; Ore.—EXxaminer Fiynn: 

Pacific Coast Fourth Section Applications, 129 1. C. C. 3. 

Fourth Section Applications Nos. 13457, 13438, 4677 and 4678 (fur- 
ther hearing). 

21918—Los Angeles Chamber of Commerce vs. S. P. Co. et al. 

March 18—Dallas, Tex.—Commissioner Porter and Examiner Ames: 
21723—In the Matter of Container Service. 

1. & S. 3198 (and Sub. 1 to 3, incl.)—Merchandise in steel shipping 
containers loaded on container cars between St. Louis, Mo., and 
Western and Southwestern points. (Adjourned hearing.) 

March 18—Kansas City, Mo.—Examiner McGrath: 
21977—-Dewey Portland Cement Co. vs. A. T. & S. F. Ry. et al. 
March 18—Ft. Worth, Tex.—Examiner Fleming: Fig 
1. & S. 3245—Weighing livestock moving between country points in 
Western Trunk Line territory. 


March 18—Washington, D. C.—Examiner Davis: 
Finance No. 7451—Application A. T. & S. F. Ry. for authority to 
acquire control of the K. C. M. & O. Ry. of Texas, by purchase 
of capital stock. 


March 19—Argument at Washington, D. C.: 
20078 (and Sub. 1)—Port Utilities Commission of Charleston, S. C., 
vs. B. & C. S. S. Co. of Baltimore City. 
21143—Jackson Traffic Bureau for Jackson Fertilizer Co. vs. A. B. 
&c. R. R. et al. 


March 19—Phoenix, Ariz.—Examiner Smith: 
+ Corporation Commission, et al. vs. A. T. & S. F. Ry., 
et al. 
March 20—Argument at Washington, D. C.: 
18801—The Arkansas Cotton Trade Assn. for S. Y. West & Co. et al. 
vs. St. L.-S. F. Ry. et al. 


—- — Augustine, Fla.—Commissioner Campbell and Examiner 
owell: 

21095 and consolidated cases—Rates on newsprint paper, import and 
domestic, to points in Official and Southern Classification terri- 
tories (adjourned hearing). 

March 20—New Orleans, La.—Examiner McChord: 
21334—American Sugar Refining Co. et al. vs. C. B. & Q. R. R. et al. 
March 20—Cairo, Ill—Examiner Glenn: 

1. & §S. 3224—Grain and grain products from Missouri to points in 

Georgia, North and South Carolina and Virginia. 
March 21—Washington, D. C.—Examiner Berry: 

Ex Parte 73—In re Section 3 of the Interstate Commerce Act, as 
amended by section 405 of the Transportation Act, 1920 (further 
hearing). 

March 22—Kansas City, Mo.—Examiner McGrath: 

1. & S. 3246—Household refrigerators between points in W. T. L. 
territory. 

March 22—Cincinnati, O.—Examiner Kerwin: 

l. & S. 3232—Changes in Illinois, Official, Southern and Western 
Classifications (iron or steel roofing). (Change in Official, South- 
ern and Western Classifications.) 


March 22—Argument at Washington, D. C.: 
17330 (and Sub. 1)—Illinois Coal Traffic Bureau vs. A. V. I. Ry. et al. 
18025—Old Ben Coal Corp. vs. A. & V. Ry. et al. 
March 22—Albuquerque, N. M.—Examiner Smith: 
18642—Arizona Corporation Commission et al. vs. A. T. & S. F. 
Ry. et al. (further hearing). 
March 22—Houston, Tex.—Examiner Fleming: 
21501—Desel-Boettcher Co. vs. G. H. & S. A. Ry. et al. 
March 25—Joneshoro, Ark.—Examiner Fleming: 
* 21578—Jonesboro Freight Bureau et al. vs. L. & N. R. R. et al. 
(further hearing). 
March 25—Kansas City, Mo.—Examiner Kerwin: 
1. & S. 3232—Changes in Official, Illinois, Southern and Western 
Classifications. 

(increase in western classification.) (Glass packed fruit, dried 
or evaporated; glass ro earthenware, packed milk; glass or 
earthenware packed soups; glass or earthenware packed veg- 
etables L. C. L.) 


POSITIONS WANTED OR OPEN 


POSITION WANTED—Transportation executive now employed, 
desires traffic connection with industrial or commercial organization; 
age 39; nineteen years’ railroad, industrial, foreign shipping and cham- 
ber of commerce experience and adjustments before carriers and com- 
missions. Address A. K. I. 184, care Traffic World, Chicago, Il. 














PRINTED TRAFFIC FORMS at a saving of one-half or more. 
We print in large quantities and carry in stock for immediate ship- 
ment. Forty standard styles of traffic forms, foreign invoices and 
bills of lading. Price list and samples free upon request. Traffic 
Forms Company, Janesville, Wis. 


FOR SALE—Annual Reports I. C. C. 1887-1925; Statistical Ab- 
stract 1912-1925; Peirce Digest; I. C. C. Procedure Daish. J. H. 
Tedrow, Chamber of Commerce, Kansas City, Mo. 
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March 25—Mobile, Ala.—Examiner McChord: 
21341—State Docks Commission et al. vs. L. & N. R. R, et al. 


“oe ae = 5 aneiner Devoe: 
nance No. nh the Matter of. the Application of the Bel) 
Central R. R. for authority to issue $2 enefonte 
per cent bonds. ee 60,000 adie sam MOFtHAge 6 
March 25—Washington, D. G.—Examiner Berry: 

21420 American ‘Holling Miil Co. et al. vs. B & O. R. R. et al 
Mer indie ee a eee lo“. ; 

oa e e . a Co. va. B. . & RR, 
sel 9 vs. R. R. et al, (adjourned 

March 26—Washington, D. C.—Examiner Kettler: 

21706—Western Maryland Ry. Co. vs. M. & Pa. R. R. et al. 


“ose ee tee roe McChord: 
8062— Mobile amber o ommerce and Busine L . 
& V. Ry. et al. a 
18456—Meridian Traffic Bureau vs. A. & V. Ry. et al. 
Portions Fourth Section Application No. 601 et al. 
March 27—Argument at Washington, D. C.: 
Finance No. 6633—Proposed construction by Sacramento Nor. Ry 
—— ee at Washington, D. C.: 
— ee Construction by San Francisco-Sacra- 


> ne City, Mo.—Examiner Ames and Commissioner 
21723—In the Matter of Container Service. 
1. & S. 3198 (and Sub. 1 to 3, incl.)—Merchandise in steel shippin 
containers loaded on container cars between St. Louis ~ 
and Western and Southwestern points. (Adjourned hearing.) " 


a es ee ee: 
" “ anges in cial, Illinois, Souther 
Classifications. a 
(Reduction in Southern Classification.) (Oil, water or gas well 
outfits and supplies, C. L.; tanks, oil and gas separating, auto- 
matic, C. L, and L. C. L., increase in all classifications.) 


LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 


Rates and Routing All in One Book! 
Send for Sample Sheets 


G. R. Leonard & Co. 


155 N. Clark St., Chicago 18 E. 26th St., New York 





Chicago’s and Kansas City’s 
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MEMBERS A.W.A Oo .W.A 


MERCANTILE WAREHOUSING AND DISTRIBUTING 


MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouses Located in Heart of Railroad District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


589 SOUTH FRONT STREET, MEMPHIS, TENN. 
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